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WASHINGTON, D. C. 


CAPPER AND FREIGHT RATES 

Senator Capper, the leader of the so-called farm bloc in 
the United States Senate, is renewing his agitation for repeal 
of section 15-a, of the transportation act, and a reduction 
in freight rates on agricultural products. Although Senator 
Capper, in his address to the Senate last week, protests that 
he is not hostile to the railroads and that he wishes them to 
be prosperous, we doubt his motives and we believe him to 
be a dangerous demagogue, advocating the policies he talks 
about, not because he believes they would be efficacious or 
wise, but because he believes his advocacy of them makes 
him “strong” with his agricultural constituency. This, to 
one not acquainted with politics in the United States, would 
seem to be a serious charge, but our people are accustomed 
to that sort of thing in Congress and the uncovering of it 
does not make even as deep an impression as it ought to 
make. It is a serious thing for a man chosen to represent 
the people to use his office to misrepresent the facts in order 
to achieve reelection, but it is a common misdemeanor, and 
one that has come to be expected in far too great a degree. 

Under date of January 7 last, we wrote the following 
letter to Senator Capper: 

We notice in the public prints and otherwise, your idea that 
there should be a reduction in freight rates on agricultural 
products. The Traffic World serves, primarily, the traffic 
men of the railroads and the industries. Our readers are vitally 
interested in freight rates and competent to understand discus- 
sions of them. We ask you, therefore, to answer for them the 
following questions, taking as much space as you desire to 
explain your position: 


1. On just what commodities do you think rates should be 
reduced? 


2. In what percentage and by what method do you think 


they should be reduced? 


3. To what extent do you believe the reductions you. propose 
would relieve the farmer? 


4. To what extent would the reductions you propose deplete 
the revenues of the railroads? 


5. Do you propose that the loss to the railroads through 


reductions in farm products should be made up to them in 
some other way? 


6. If so, how? If not, why not? 

We are frank to say that we do not agree with you and your 
associates, but we are open to conviction and shall be glad to 
give full publicity and careful consideration to anything you 
may care to say. You will realize, of course, that readers like 
ours, to be satisfied, must have something more than a mere 
statement that the farmers are in bad shape and that their 
freight rates must be reduced. 


We have received no reply to this letter and we did not 


expect any, except that we thought we might, perhaps, re- 
ceive a courteous acknowledgment and some sort of evasion 
of the issue or refusal to enter into controversy. But Sen- 


ator Capper is not concerned with what readers of The 
Traffic World think and he has no time to waste on them. 
Only comparatively few of them can vote for him or against 
him and our publication does not go to the farmers. He 
knows he is wrong and that he cannot make his arguments 
prevail among men who know the subject. Therefore, he 
remains silent. We think his course is wise, if not honest. 
In the meantime, we invite any of Senator Capper’s col- 
leagues, or admirers, or followers, or any who agree with 
him, to answer the questions we asked of him. 


Now, we do not believe that Senator Capper and his 
colleagues who adopt the same attitude are especially de- 
sirous of injuring the railroads. That is not their motive. 
Their motive is to-make themselves strong with their agri- 
cultural constituencies and, in order to accomplish that, 
they simply ignore the harm they may be working to others. 
Perhaps some of the more ignorant of them really have an 
idea that reductions in rates on agricultural products would 
be of material’ aid to the farmer, but, in advocating that aid, 
they give no thought to the consequences to others. In fact, 
they give no thought to anything, being incapable of any 


thought except as to how they may perpetuate themselves 
in office. 


We are not trying to convert the Cappers and the Brook- 
harts and others of that ilk, because we know they are not 
open to conversion. They do not want facts—they want 
votes and subscribers to farm papers. But we are interested 
in having the country know what manner of men have been 
chosen to serve it from some sections and we are interested, 
also, in continuing to make the facts clear to some whose 
minds may be a little clouded by the fumes that arise from 
Congressional debate. 

The Cappers combine their plea for relief for the farmer 
with their demand that section 15-a be repealed. Suppose 
we admit, for the sake of argument, that rates on agricul- 
tural products should be reduced in order to help the farmer. 
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The volume -of freight shipped by Traction 


is showing a wonderful increase, but the Illinois Traction 
System will never grow so large that it will not watch over each 
individual shipment with a personal interest. 


There is nothing quite so satisfying for the 
shipper as to know he is getting this personal service. 


There is nothing like clasping the hand of 


the shipper and knowing his particular problems. It is to 
the interest of the railroad that it does know them. 


There is nothing more substantial in industry 


or railroading than to properly take care of the business 
entrusted to it. 


LET US PROVE TO YOU THIS 


Personal? fraction Service 


FOR SATISFACTION SHIP BY TRACTION 
W. H. Wylie, Traffic Manager, Illinois Merchants Bank Building, Chicago, Illinois 
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How would repeal of section 15-a make that any more 
possible than it is at present? If the Commission can be 
convinced that agricultural rates ought to come down, it 
has power to reduce them, on a proper showing. Of course, 
it would be morally bound to make some readjustment of 
rates that would reimburse the carriers for this loss in reve- 
nue, being instructed by the act to make rates that will, in 
its best judgment, produce a specified level of revenue for 
the carriers as a whole. But, without section 15-a, would 
it not be equally bound to readjust the rate structure, if it 
reduced rates on farm products, on the theory that it must 
permit the carriers to make a fair living? Of course, the 
Cappers do not say that and, perhaps, would not admit it, 
but others who, with good motives, think section 15-a ought 
to be repealed or amended to provide merely that the Com- 
mission shall make rates that will produce an adequate 
revenue, do say it. Their argument is that section 15-a, 
with its provisions that seem to them unwise, is unnecessary, 
for the reason that the Commission must be presumed to 
be fair toward the carriers without specific instructions as 
to the percentage of revenue they may earn. 


What, then, coming from the Cappers, does the demand 
for repeal of section 15-a mean, coupled with the demand 
for reductions in agricultural rates? It means that they 
think (presuming that they do think and that they care 
anything for logic) that the earnings of the railroads are 
too high and that a reduction may be safely and fairly made. 
It means that they believe (though some of them voted for 
the transportation act) that the six per cent fixed by that act 
as being an adequate revenue for the first two years after 
its enactment was too high and that the subsequent.act of 
the Commission in fixing the rate of return at five and three- 
quarters per cent was not justified. When they state that the 
railroads are earning too much they mean not only that 
the rate of return as fixed by the act for the first two years 
and by the Commission thereafter was too high, but that, 
in spite of the fact that the railroads have not earned any- 
where near the rate fixed as reasonable, they have still 
earned too much. These figures have been given many 
times. Everybody knows that in 1921 the railroads earned 
only a little over one-half of the six per cent found to be 
reasonable ; in 1922, they earned only a little over four per 
cent; and, in 1923, they earned a little over five per cent. 
But, the Cappers would have the country believe that this 
is enough and, because the revenues of the carriers are now 
approaching the five and three-quarters per cent found to 
be reasonable for the present, they can stand a reduction 
for the benefit of the farmers. 


There are figures published in The Traffic World this 
week from the Commission, compiled at the request of the 
Senate interstate commerce committee, showing what a re- 
duction of twenty per cent or thirty-three and a third per 
cent in rates on farm commodities would mean, expressed 
in terms of railroad revenue. We hope those figures will 
be pondered, not only by the members of the committee, 
but by all members of the Senate, including the Cappers. 
The figures will not, perhaps, come in the nature of news 
to these gentlemen but, perhaps, their size may serve to 
give them an idea of the ridiculousness of their proposition 
and warn them as to the cropper ahead of them if they 
keep on riding their silly horse. 
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We published an address by Senator Capper in last week’s 
issue. We published another in the same issue by Director- 
General Davis. We recommend the latter as an antidote 
for the former. Mr. Davis clearly shows, as has been shown 
by him and others before, that the freight rates are not a 
cause of the agricultural depression. Anybody ought to be 
able to see it. Anybody who has a mind can see it. The 
danger is, not that Capper and his brothers cannot see it, 
but that they will not admit that they see it and that they 
keep on preaching falsely for the very purpose of deceiving 
their audiences. Their attitude is: “Get votes and let the 
railroads go to the Devil.” Ignorance can be removed, but 
maliciousness cannot. It can only be punished. There 
seems to be no way to punish such malefactors as Capper, 
except to defeat them at the polls. Perhaps, some day, that 
will come about. The difficulty in bringing it about is that 
when public sentiment begins to reach the point where 
further preaching of the present Capper theories seems about 
to become unpopular, the Cappers will jump to some other 
issue that they believe will make them beloved by their 
constituents and those constituents will say: “They might 
have been wrong about that, but they are right about this.” 
And they vote for them again. The public so often fails 
to differentiate between a man who is merely wrong because 
he is misinformed or fails to reason correctly, and a man 
who is wrong because he is vicious. A man of the latter 
kind can never be trusted. 


TRAFFIC WORLD NOT AN ORGAN 


In an article in the current number of The Saturday 
Evening Post, Albert J. Beveridge, writing on transportation, 
refers to The Traffic World as the organ of the National 
Industrial Traffic League. We do not know where he got 
this impression but, certainly, our readers know it is an 
incorrect one. We have a high opinion of the Traffic 
League and devote much space to its activities, because it 
is the national organization of shippers, but we are far from 
being in agreement with it in some matters and no one would 
deny more strenuously than it that we are its organ in any 
sense. The error of Mr. Beveridge is not extremely im- 
portant, but it illustrates the present day folly of editors 
of popular magazines in employing men, merely because 
they are good writers and their names are well known, to 
write on subjects that they know little about. What a 
reader wants, or ought to want, is information, from whom- 
ever it comes, and opinions only from men qualified to give 
them. If the editor of The Traffic World were to write an 
article about the inhabitants of Mars he would expect and 


deserve little agreement from his readers, but he might get 


it, if the article were published in The Saturday Evening 
Post, because there is something about a human being that 


leads him to suppose that an article is worth printing merely 
because it is printed. 





UNCONTESTED FINANCE CASES 


The Chicago & Western Indiana Railroad Company has 
been authorized by the Commission to issue $251,000 of con- 
solidated mortgage gold bonds, to be delivered to the com- 
pany’s tenants in payment of sinking fund advances. 

The Lehigh Valley Harbor Terminal Railway Company has 
been authorized by the Commission to issue $10,000,000. of first 
mortgage 5 per cent bonds to be delivered at par to the Lehigh 
Valley Railroad Company which will guarantee the bonds. 
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INDUSTRIAL RAILWAY SETTLEMENT 


The Trafic World Washington Bureau 


Agreement on a basis for the settlement of the controversy 
that has been going on among the industrial common carriers, 
the trunk lines and the Commission for eight years as to the 
liability of the trunk lines to the shippers owning industrial 
railroads for the non-absorption of switching charges, between 
April 1, 1914, when the trunk lines, in compliance with the 
Commission’s requirement in its decision in the first industrial 
railway case, canceled them, and April 14, 1915, when they 
restored absorptions because the Commission, by reason of the 
decision of the Supreme Court of the United States in the 
tap line case, reversed itself, in what is known as the second 
industrial railway case, seems about to be made. 

Attorney-Examiner Thomas P. Healy, in a memorandum 
to: Chairman Hall on No. 8406, Jones & Laughlin Steel Company 
vs. Pittsburgh & Lake Erie and the thirty stib-numbers brack- 
eted with that case, has suggested a basis of settlement, with- 
out further hearings, using as his foundation the correspondence 
on the subject between Chairman Hall and Clyde Brown, gen- 
eral solicitor for the New York Central Lines. 


Broadly speaking, the trunk lines admit their liability to 
make reparation, but, inasmuch ag they canceled the allow- 
ances as a result of the sweeping finding of the Commission 
in the first industrial railways case that the industrial railroads 
were not common carriers, but mere plant facilities, they object 
to any admission of illegal conduct on their part. Cases in- 
volving the claims of shippers on the Monongahela Connecting, 
South Buffalo, Union, Newburgh & South Shore and the Lake 
Terminal were used for purposes of illustration and review by 
Mr. Healy. After reviewing the proceedings in the cases and 
the correspondence looking toward settlement, including the 
fact that the Commission had made decisions about the Lake 
Terminal that practically disposed of that road, Mr. Healy said: 


It will be seen therefore that the Commission has yet to pass 
upon the followi questions as to all complaints except those 
grouped about se A ke Terminal: 

1. Whether the four industrial roads were common carriers sub- 
ject to the act during the nonabsorption period and lawfully entitled 
to receive from their respective trunk line connections divisions of 
joint rates or absorptions of switching charges. 

2. Whether the rates charged complainants were unreasonable 
and unduly prejudicial. If so, were complainants damaged; the ex- 
tent thereof; and the basis for reparation, if any. 

3. To what extent should the four defendant industrial roads 
participate in any award of reparation. 

4. Reasonableness of the present switching absorptions or divi- 
atung and those for the future. 


s to all exccept the Monongahela the question of the per 
diem reclaim arrangements. 

On May 10, 1923, Mr. Clyde Brown, general solicitor of the New 
York Central, wrote Commissioner Hall that the decision of the Com- 
mission in the complaints grouped about the Lake Terminal and the 
payment by the carriers of the reparation award made by the Com- 
mission had suggested the advisability of settling these cases. As a 
result of negotiations with the iggy complainants the carriers 
were practically assured that the bulk of their claims could be 
settled upon the basis of the application of the divisions or switch- 
ing absorptions established on April 15, 1915, to the tonnage moving 
during the nonabsorption period without payment of interest except 
that Jones & Laughlin were to receive 3 per cent interest for rea- 
sons not material here. This was understood to be without objec- 
tien on the part of the other pated complainants. He therefore 
stated that if the carriers could be authorized by the Commission to 
make the most advantageous settlements they could, subject to 4 
maximum based on the application of the divisions or switching ab- 
sorptions subsequently established to the tonnage moved. plus 6 per 
cent interest from the dates on which the claims accrued, it seemed 
nat A probable that the cases could be disposed of without further 

earing: 7 

In _ his reply of May 26, 1923, Commissioner Hall said: 

“Under the statute as I understand it, before the Commission can 
authorize such payment of reparation it must make three findings: 
Frst, that the matters complained of caused a violation of the act 
to regulate commerce; second, that by reason of such violation com- 
plainants were injured; and third, the amount of the damage suffered. 
As yet the Commission has made no finding of violation of the act 
or of damage resulting therefrom in Dockets Nos. 8406 (Sub-Nos. 
1-7, 18-19, 24-30); 8767 (Sub-Nos. 1 and 2), 9058, 9110, and 9271, and 
the proceedings so designated are still pending undetermined. 

“Apparently swo courses are open: One, to complete the record 
in each of these proceedings and proceed with the making of such 
findings and orders as mdy be warranted by those records; or, two, 
application by the carriers on the special docket admitting violations 
of the act and asking authority to pay reparatjon, following which 
proceedings in the formal dockets above enumerated could be dis- 
continued. Negotiations such as those contemplated might be help- 
ful as contributing to the carrying out of either of these alternative 
courses. You may recall] that on the special docket interest is not 
included if complainants indicate willingness to waive it.” 

The following is quoted from a further letter from Mr. Brown, 
dated Dec. 14, 1923: 

“The objection which the carriers, or at least some of them, 
had to proceeding in accordance with the views expressed in your 
letter of May 26, was that it would be an admission on the part 
of the carriers of the illegality of withdrawing the terminal allow- 
ances, which action, as you know, was taken as the result of an 
order, or perhaps more accurately the. requirement of the Interstate 
Commerce Commission. 

“The carriers were not willing to make this admission, and some 
of the counsel were unwilling to advise their companies that. the 
action of the carriers was in violation of law, and that as a result 
of such violation they should pay large sums of money. 

“Our suggestion of compromise was based upon the assumption 
that the Commission had reversed its position upon this subject of 
terminal allowances and that it could not be expected that it would 
make another reversal and revert to the position taken in 1914. 
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“The facts are well understood and may readily be stipulated, and 
I infer from a letter which I have received from Mr. W. W. Collin, 
Jr., narrating his recent conversation with Examiner Healy, that such 
a stipulation, without an admission on the part of the carriers of 
illegal action, will be sufficient to afford a basis in the record upon 
which the Commission may either order or consent to the settlement 
we have suggested. 


“Tf that is so we shall be glad to proceed to work out the details 
of the stipulation.” 


is, therefore, necessary for the Commission to proceed in a 
determination of the issues remaining undecided and the question 
is whether a further hearing should be had in view of the apparent 


understanding which has been reached as indicated in Mr. Brown’s 
letter of May 10. 


The record is sufficient to enable the Commission to pass upon 
the question mentioned in No. 2, on page 8, and it would seem that 
if the industrial roads abandon those under Nos. 4 and 5, raised by 
their cross petitions, and complainants and interveners agree and 
stipulate to substantially the following, these proceedings can be dis- 
posed of without further hearing: 


1. That at all times covered by the complaints the four indus- 
trial roads were common carriers subject to the act, lawfully en- 
titled to receive from their respective trunk line connections divisions 
of joint rates or absorptions of switching charges. In other words, 
that their status during the nonabsorption period was substantially 
the same as that disclosed upon hearings when they were found to 
be common carriers by the Commission in the reports cited above. 


2. If reparation is awarded, to what extent, if any, is interest 
to be waived. 


If reparation is awarded to the basis of the district rates the 
extent to which the respective industrial roads will participate in 
the payment of damages. And then agree to submit the cases for 
decision by the Commission on the record made and this stipulation 
without further hearing. 


It should be noted that there are several cases presenting similar 
claims for reparation which have never been heard. They ar No. 
8767, Seneca Iron & Steel Co. vs. The South. Buffalo Ry. Co. et al.; 
No. 8767 (Sub-No. 1), Lackawanna Bridge Co. vs. South Buffalo Ry. 
Co. et-al.; No. 8767 (Sub-No. 2), Buffalo Brake Beam Co. vs. South 
Buffalo Ry. Co. et al.; 9058, and Sub-Nos. 1 and 2, American Bridge 
Co. vs. Union R. R. Co. et al.; No. 9110, Knauff & Esterbrook et al. 
vs. Newburgh & South Shore Ry. Co. et al.; and No. 9271, Hyman- 
Michaels Co. vs. Pennsylvania R. R. Co. et al. 

Through a misunderstanding, Jos. Joseph & Bros. Company, in- 
tervener in No. 8406, failed to prove that it paid and bore the charges. 
After the other issues in this 8406 are decided this intervener could 
have opportunity to do so at a subsequent hearing, at which time 
the other cases which have never been heard could be set down for 
hearing to enable complainants to prove damages, as it might be readily 
agreed to by defendants that the findings as to unreasonableness in 
8406 would be controlling in those cases, for in fact if they had been 


filed in season these complaints would have: been made sub-com- 
plaints in 8406. 


EXPRESS RATES CONFERENCE 


The Trafic World Washington Bureau 


At an informal conference this week between examiners 
representing the Commission, representatives of the state com- 
missions and members of the railroads express committee, held 
in Examiner Barclay’s office, it was agreed that the express 
companies would check in commodity rates on food which 
could not be held to be unduly and exceptionally low, notwith- 
standing the indefinite suspension of that part of the Commis- 
sion’s report requiring a ten per cent reduction on food com- 
modity rates. That suspension was made when it was dis- 
covered that there were a number of food commodity rates, be- 
tween particular points, which, under no reasonable test, could 
be held out of line and subject to reduction. 

W. A. Worthington, in behalf of the railroads’ express 
committee brought up the subject of a formula for the alloca- 
tion of expenses to the express part of a railroad’s business. 
The railroad committeemen presented data to show that the 
Wettling exhibit showing that the railroads lost $57,000,000 on 
the work they did for the express companies in the year used 
for statistical purposes was not the best that could be made 
and suggested that a study be made to find formule that would 
be workable. 

The state commission representatives agreed that that 
would be desirable, but they said they did not want the fact 
that such a study was desirable used as a reason for post- 
poning the making of rates in accordance with the Commis- 
sion’s report in No. 13930, Express Rates, 1922, in which the 
express companies were expected to act by March 1, but on 
which it is now acknowledged they cannot act before about 
April 15. The state commission men said they would give all 
the help possible and do so gladly. ~ 

At the suggestion of the state commission men, Assistant 
Attorney-General Hugh Gordon, the legal adviser of the Cali- 
fornia commission, proposed that in connection with that cost 
study the railroad men study the cost of doing their express 
business without the use of separate corporations; that is, that 
the railroads do their own express business. 





TONOPAH COMPENSATION AWARD 


In a report to the President on the claim of the Tonopah 
& Goldfield Railroad Company, George M. Curtis, Seely Dunn 
and Daniel W. Knowlton have recommended an award, for the 
period the road was under federal control, from December 28, 
1917, to June 29, 1918, of $100,000, less $73,187.60. That deduc- 
tion is to be made because the road, in that period, earned that 
much and kept it. The road claimed $125,000, less the amount 
of the net railway operating income. 
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Current Topics 
in Washington 


Washington. Gets a Real Jolt—Not in fifty years, if ever, 
has Washington received. such a jolt as when E. ‘L. Doheny tes- 
tified that he had given Albert B. Fall, while the latter was 
Secretary of the Interior, $100,000, notwithstanding that the 
Pan-American Petroleum Company, called a Doheny company, 
about that time, was negotiating for the right to drill in Naval 
Reserve No. 1 in California. Before Washington recovered its 
breath, W. J. Zevely, attorney for Harry F. Sinclair, who ob- 
tained the Teapot Dome lease, said he had given Fall $25,000 
in Liberty bonds just before Fall went to Russia with Sinclair, 
which was after he left the cabinet. It was a two-phase jolt, 
the more severe being that a congressional committee, for once 
in history, had really found something of major importance. 
The minor phase was that the committee had turned up facts 
enough to make out a prima facie case of bribery, or attempted 
bribery, warranting and requiring President Coolidge to ap- 
point one Democrat and one Republican lawyer to go into the 
matter, because, as the President said, the law gave him no 
power to determine cases, to apportion guilt or anything else 
coming within the purview of the courts. The success of the 
committee was really an unnerving shock. A congressional 
investigation is a thing that usually proves that where there 
is much smoke there is little, if any, fire. Not in a generation, 
if ever, has a committee investigation developed anything that 
could be asserted to be worth as much as $1,000, without bring- 
ing out objurgatory contradictions. Almost without exception, 
investigations are inspired by a desire to make political capital 
and nothing else. From now until June there probably will be 
investigation after investigation. The minority party, having 
the aid of a faction that calls itself a part of the majority 
party, can run wild. It can command a favorable vote almost 
any time. The Coolidge administration, in such matters, is as 
helpless as was the Wilson administration when President. Wil- 
sol signed the Versailles treaty. The Harding administration 
was repudiated at the polls in 1922, not so distinctly as the 
Wilson administration in 1918, but, nevertheless, repudiated. 
Nominally, it was endorsed, but among the names signed on 
the Harding paper were those of LaFollette, Magnus Johnson, 
and the other members of the LaFollette bloc in the House and 
Senate. Discovery of the supposed Fall dishonesty has given 
that bloc a prominence and power ridiculously out of propor- 
tion to its size. Not one of the conservative members of the 
minority party dares now undertake to neutralize the work of 
LaFollette and his guerillas, as did Senator Bruce, of Mary- 
land, when he voted for Cummins for chairman of the inter- 
state commerce committee. All minority senators and repre- 
sentatives have been bound to the .wheels of LaFollette’s 
chariot to give emphasis to his triumph. LaFollette’s report 
about dollar gasoline and other misleading wails and lugubra- 
tions about the sinfulness of the world and all in it (except 
those who follow him), have been overshadowed by the hand 
of Fall reaching for Doheny’s $100,000, Sinclair’s $25,000, and 
how much more, if any, nobody knew at the time this was 
written. The eagles of Rome, the white plume of Henry of 
Navarre, the hirsute oriflamme of Thomas Jefferson, and what- 
ever other symbols of power can be recalled, all must follow 
the lead of the statesman from Wisconsin, whose symbol of 
power is the hair worn a la Madame de Pompadour. The fact 
that practically every senator who is exercising his lungs over 
the discovery of Fall’s crookedness or foolishness, voted to 
make him Secretary of the Interior is ignored. It is the rule 
of politics that the party of which Fall is a member shall suf- 
fer, while the party of the senators who also voted for confirma- 
tion of Fall’s nomination shall benefit thereby. Any one who 


would suggest that senators of the minority party who voted. 


for Fall’s confirmation were tarred with the same stick as 
members of his own party would be denounced as a shielder of 
crooks and abetter of crimes and treasons. 





Railroad Wages in Canada—Considerable attention has 
been attracted among those who regard government ownership 
as a scheme for taxing the whole people for the benefit of 
Privileged classes, to a short statement about railroad wages 
in Canada in The Traffic World of January 26, p. 238. In that 
article it was asserted that Tom More, president of the Ottawa 
Trades and Labor Congress, and director, representing labor, 
on the board of the Canadian National, said: “It is better that 
the railway show a deficit than pay its employees a wage that 
they cannot live on.” It appeared that the government rail- 
Toad had decided to pay only 25 cents an hour to casual labor- 
es cutting weeds and shovelling now. Some one had com- 
Dlained and protested against the railways cutting the wages 
of laborers in their employ to 25 cents an hour. Mr. More 
hastened to say that it was not fair to say that wages of regu- 
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lar maintenance of way employees of the Canadian National 
had been cut. The wages of regular unskilled employees of 
the system, he was reported as saying, were 38 cents an hour. 
Two thoughts came to the minds of opponents of the scheme 
on which the dominion has embarked. The first was that the 
casual laborers were not members of the maintenance of way 
unions and, therefore, not of the class privileged to receive 
38 cents an hour for unskilled labor. The second was that, if 
and when the time comes that the United States is forced into 
government ownership, the political control of the railroads 
will be as plainly set forth as in the case of Mr. More, presi- 
dent of a labor organization being made a director to represent, 
not those who created the property, but those operating it 
and interested more in milking the treasury of the country, if 
necessary to keep up a rate of 38 cents for privileged common 
laborers when the market conditions were such that, for irregu- 
lar employment, it would be possible to obtain men for 25 cents 
an hour. A natural inquiry was as to why Mr. More was not 
interested in obtaining a “living wage” for the casual laborers, 
if 38 cents was only a living wage for the regularly employed 
section hands, -which was their name among most men before 
the maintenance of way employees terminology was invented. 





Discoveri¢s by Senators—Those who have been forced to 
lend their auditory nerves for the conveyance of noise about 
freight rates and their effect on farmers, it might be suggested, 
should give thought to the wonderfulness of the Senatoral dis- 
covery about Fall, because it may give them preparation for 
the shock that will come when some of the senators find out 
that the freight rate is a small factor in the making of prices 
of farm products. As help to them along that line, they should 
recall that, for several years before anybody ever heard of the 
Teapot Dome, Walsh, LaFollette, Caraway, Robinson, Fall, 
Harding, and Lenroot were senators sitting alongside of each 
other. Then Harding was made President. “Let’s make Fall 
Secretary of the Interior,” proposed Harding. “Whoopee,” 
yelled the others, who, under the Constitution, must give their 
consent by means of a roll call to the appointment of cabinet 
officers. Something more than a year after Walsh et al had 
consented to the appointment of Fall, the latter began reaching 
for “loans” from Doheny and Sinclair. That makes no differ- 
ence whatsoever, on the law as to Fall’s acts, even if the pur- 
pose was to save his own life, which it was not. Josephus Dan- 
iels, who refused to believe that Naval Reserve No. 1 in Cali- 
fornia was being drained by wells on adjoining lands, and pro- 
ducers in the Salt Creek field adjoining Teapot Dome, when 
they heard of the leases, began making a roar about conserva- 
tion and making the navy like painted ships on a painted ocean, 
as if the navy were not to get the equivalent in fuel oil and 
tanks to put it into, out of the leases to drill. No one sug- 
gested, until a few months ago, that there was anything 
crooked about the making of the leases. The charge merely 
was that it was favoritism to the oil companies to allow the 
drilling of the reserves and not a proper safeguarding of the 
interests of the navy. Now that there is crookedness definitely 
indicated, the senators of the minority party who voted for 
Fall are talking for re-election to office and the defeat of the 
men of the other party who also voted for Fall. The thought 
is that when the senators who have been yowling most about 
freight rates as being the cause of the ruin of the farmers find 
out that the rates have little, if anything, to do with the prices 
of farm products, they will insist on being re-elected on account 
of the discovery they have made about rates, as they are now 
talking about the discovery they have made about Fall. When 
they make that discovery about rates they may insist on the 
defeat of other men who, like themselves, once talked as they 
did about freight rates. Sometimes one wonders if politicians 
do not keep their sense of humor in the names of their wives 
to such an extent that they do not have any about them when 
they begin their campaigning for re-election. 





Haste Doth Make Waste—When, in the tap line and indus- 
trial] railway cases, the Commission, with one large and em- 
bracive gésture, said that none of them was a common carrier 
railroad, it certainly made waste. The tap line decision was 
made a dozen years ago. The industrial railroad case will 
soon be ten years old. Every now and then the Commission 
has to fish a tap line out of the rubbish heap and solemnly eat 
its words to the extent of saying that the railroad is a com- 
mon carrier entitled to receive divisions in accordance with the 
scale that recognizes only distance as a factor in the making 
of rates for that kind of railroad, distance being only one of the 
factors in the making of rates for other railroads. Now Chair- 
man Hall is trying to settle the thirty or more cases that were 
created because, in the twelve months between the decision 
in the first industrial railways case and the upsetting of its 
decision in the tap line case by the Supreme Court of the 
United States, shippers using the industrial common carriers 
were obliged to pay. switching charges in addition to the line- 
haul rates. The trunk lines recognize their liability to making 
refund of the expenses the shippers had to bear. It has been 
suggested that, if the shippers had not also been the owners of 
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the railroads, as is the fact in most of the thirty cases, there 
would not have been as long delay as there has been. One of the 
questions, after the lapse of eight years since the liability was 
incurred, is whether the trunk line should pay interest on what 
they owe the shippers. Interest may be waived in the interest 
of expedition—from this time forth. There wag none in the 
nearly nine years that have elapsed since the restoration of 
switching absorptions. 





Davis’ Radio Audience—Director-General Davis has been mak- 
ing speeches all his life, but last week he got a thrill as keen 
as or keener than the one he received when he put over his 
first really successful rhetorical effort. He spoke at Pittsburgh 
about the prospects of the railroads for 1924, as reported in 
The Traffic World of January 26. He knew that he was talking 
to a radio broadcasting set but he had not much more faith in it 
than the man in California who said he had been told hundreds 
of thousands of persons thousands of miles away would hear 
him. The California man thought he would test out that claim. 
It looked poor to him. Therefore, he invited all those who heard 
him to wire him, collect, about what they heard. It cost him 
$7,000 before he could stop the flood. Mr. Davis did not even 
suggest that anything be written to him. Yet, within a few 
days, he received letters from persons in Keokuk, Des Moines, 
Cleveland, Baltimore and Montgomery, Ala., who heard him 
speak at Pittsburgh. Those from Des Moines and Keokuk were 
from friends and acquaintances. The one from Keokuk came 
from the postmaster, an old friend of his. The postmaster 
averred that he heard Davis’s peculiar little chuckle just as 
plainly as he had heard it hundreds of times when Davis was 
about to tell him a funny story. That really convinced the Di- 
rector-General. The report of friends in Washington that they 
had heard him and that they could not mistake his voice, he 
was willing to discount, but the Keokuk postmaster’s reference 
to his little chuckle convinced him that there was nothing am- 
biguous about the declarations of the unknown members of his 
audience that they had heard him plainly and satisfactorily. 





Railroad Interest in Coal Negotiations—The railroads of large 
sections of the country are vitally interested in the negotiations 
under way between the United Mine Workers and the opera- 
tors of unionized mines, especially the demand of the mine 
workers that they have a long time contract lasting three or 
four years. If that kind of contract is made it is expected to 
increase the volume of non-union coal. Operators of .non- 
union mines and their miners, to a considerable extent, are 
partners. The former, knowing the cost of producing coal in 
the union mines, are able to underbid the union operators in 
contests for large contracts, if their men will go along with 
them, to undertake the specific job of getting out so many thou- 
sands of tons of coal, at wages per ton that will enable the 
non-union mine to underbid the union mine. The non-union 
miners know that, if the operator gets a contract for a big 
tonnage, they will have steady work for a long period and that 
their earnings, in the end, will be greater than if they insisted 
on a higher rate per ton for mining. Suggestions have been 
made that the United Mine Workers will offer to the operators 
of mines in the non-union territory to permit a scale of wages 
in that territory that would have the effect of wiping out the 
difference in freight rates now operating against the non-union 
mines. In that way they would put the non-union operators 
on a footing of equality with union operators and remove the 
chief objection, the non-union operators are said to have to 
the unionization of their mines. Agreement of that kind would 
lessen the competition that now exists. A. EB. H. 


COMMISSION ORDERS 


The Atlas Portland Cement Company has been authorized by 
the Commission to intervene in No. 15455, Dixie Portland Cement 
Company .vs. N. & W. R. R. et al. 

Swift .& Company has been permitted to intervene in, No. 15481, 
Krey.Packing Company vs. Term. R. R. Assn. of St. L. et al. 

The Mallinckrodt Chemical Works has been authorized to 
intervene in No. 15486, the Norwich Pharmacal Company vs. B. 
& O. R. R. et al. 

The Middle West Furniture Jobbers’ Association has been 
permitted to intervene in No. 15347, National Council of Furni- 
ture Associations vs. Ann Arbor R. R. et al. 

The United States Sheet & Window Glass Company has 
been authorized to intervene in No. 15296, Harding Glass Co. 
vs. Santa Fe et al. 

The Alpha Portland Cement Company has been permitted 
to intervene in No. 15380, the Atlas Portland Cement Co, vs. 
Adirondack & St. Lawrence R. R. et al., and in No. 15516, the 
Atlas Portland Cement Co. vs. Bangor & Aroostook R. R. et al. 

The Charleston Traffic Bureau and the State Corporation 
Commission of Virginia have been authorized to intervene in 
No. 15397, Savannah Sugar Refining Corporation vs. Aberdeen 
& Rockfish R. R. et al. 

The Commission has postponed the effective date of its 
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order of November 2, 1923, in No. 13158, Nelson Fuel Co. et al. 
vs. C. & O. Ry. et al. 

The Commission has modified its order in No. 13000, Board 
of R. R. Commissioners of South Dakota vs. C. & N. W. Ry. 
et al, so as to require defendants to establish, on or before 
March 10, and maintain a rate on wheat, carloads, from Scot- 
land, S. D., to Milwaukee, Wis., and Chicago, Ill., not in excess 
of 30 cents per 100 pounds instead of 30.5 cents appearing in 
the original order. . 

On consideration of the separate motions filed by the ap- 
plicant, the Commission has dismissed the proceedings in the 
following: Finance No.’ 2921, in the matter of the application 
of the Ponca City Oil Field Railroad Company for a certificate 
of public convenience and necessity authorizing the construction 
of a line of road, and Finance No. 3127, in the matter of the 
application of the Ponca City Oil Field Railroad Company for 
authority to issue and sell its common stock, etc. 


The Norfolk-Portsmouth Freight Traffic Commission has 
been authorized by the Commission to intervene in No. 15491, 
Traffic Association of the South Atlantic Ports vs. A: G. S. R. R. 
et al. 

The Dallas Chamber of Commerce, Fort Worth Chamber of 
Commerce and Fort Worth Freight Bureau, Paris Chamber of 
Commerce, Denison Chamber of Commerce, Marshall Chamber 
of Commerce and Greenville Chamber of Commerce have been 
authorized by the Commission to intervene in No. 14451 (and 
Sub-Nos. 1 to 4, inclusive), the Procter & Gamble Distributing 
Co. et al. vs. St. L-S. F. Ry. et al, and other affiliated cases. 

The Commission has modified its order in No. 13805, Hale- 
Halsell Co. vs. A. & V. Ry. et al., by permitting defendants to 
establish rates in compliance therewith on twenty days’ filing 
and posting, instead of upon thirty days’, as originally stated. 


DU PONT CASE ADVANCED 
The Trafic World Washington Bureau 


The Supreme Court of the United States has granted the 
motion in No. 517, E. I. Du Pont De Nemours vs. James C. Davis, 
Director-General, to have it advanced on account of the public 
interest in it. The case has been placed on the summary 
docket to be heard March 10 after other cases set for that day. 
The case is that in which is involved the question whether the 
three-year statute applying to railroads also applies to the 
Director-General. The statute forbids suits by railroads for 
the collection of undercharges after the lapse of three years 
from the accrual of the cause of action. Lower courts have 
made conflicting decisions. To bring about uniformity, this 
case was appealed to the highest court, the National Industrial 
Traffic League, on account of the interest of shippers in the 
matter, having persuaded the shipper in this case to take the 
appeal, although the amount involved is only $3,200. 


COFFEE INCREASES STAND 


The Traffic World Washington Bureau 


The Commission has refused to suspend supplement No. 
2 to Countiss’s I. C. C. 1126, carrying increased rates on im- 
ported green coffee from San Francisco and other Pacific coast 
ports, to Chicago and intermediate territory, as requested by 
eastern dealers and eastern and southern railroads. They asked 
to have the rates put up so as to restore the relationship in 
rates that was broken when the transcontinental railroads, late 
last summer, reduced them at the request of San Francisco 
coffee importers who averred that lower rates on green coffee 
were required to enable them to remain in business at San 
Francisco in competition with New Orleans, for coffee from 
Central American states. 

Eastern and southern railroads and dealers contended that 
the cut, which was from 80 and 90 cents, depending on the 
minimum, to 60 and 75 cents, also depending on the minimum, 
tended to drive the business to the far western importers. Some 
of the southern railroads proposed to meet the reductions and 
restore the relationship by making similar reductions. But they 
were persuaded to withhold action through the agreement of 
the far western carriers to restore the higher old rates. Re- 
fusal of the Commission to suspend the increased rates will 
make it necessary for the western importers to file a formal 
complaint, if they feel they must be heard on their contention 
that the adjustment of rates tends to drive business to New 
Orleans. 

The rates that became effective January 28 are 90 cents on 4 
40,000-pound minimum and 80 cents on a 50,000-pound minimum, 
from San Francisico to Chicago. They displaced rates of 75 
cents and 60 cents on the same minima. Prior to the effective 
date of the increases, the relationship to Chicago was: New 
York, 56.5 cents; New Orleans, 54 cents; and San Francisco, 60 
and 75 cents. 

Requests for the suspension of the rates were made by 
organizations on the Pacific coast and as far east as Denver 
and El Paso. 
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Decisions of Interstate Commerce Commission 


PIPE COMPLAINT DISMISSED 


The Commission has dismissed No. 13784, Crawford & Se- 
pastian vs. Chicago, Rock Island & Pacific et al., opinion 9087, 
85 I. C. C. 753-6, on a finding that rates on pipe in carloads, from 
Gahagan, South Mansfield and Harmon, La., and on oil well 
supplies in carloads from Gahagan and Mansfield, La., to El- 
Dorado, Ark., imposed on shipments made in January and Feb- 
ruary, 1921, were not unreasonable. The complainant contended 
that the rates on oil well supplies from Gahagan and Mansfield 
to El Dorado were unreasonable to the extent they exceeded rates 
under the scale prescribed in Natchez Chamber of Commerce vs. 
L. & A. 58 I. C. C. 610, which would have been 51.5 cents from 
Gahagan and 50 cents from Mansfield. The complainants pro- 
posed as reasonable on pipe the scale of rates proposed by the 
shippers in the Memphis-Southwestern Investigation, 77 I. C..C. 
473. The position of the defendants, the Commission said, was 
that shipments of pipe and oil well supplies between the points 
involved were infrequent, and that the class basis normally pre- 
vailed from Louisiana points to Arkansas and was proper on 
these isolated shipments. They contended that the class rates 
were themselves reasonable, having been fixed by the Commis- 
sion, and showed that they were about the same as in effect 
generally throughout the southwest. 

Commissioner Campbell, dissenting, said he was in general 
accord with the Commission’s policy of denying reparation in 
cases involving general readjustments of rate structures such 
as that effected on Nov. 27, 1923, in the southwest, but he pointed 
out that this complaint was filed some time before the Commis- 
sion’s decision under which that readjustment took place and 
was in no way connected with it. 


CARRIER MUST PAY COST 


An award of reparation has been made in No. 14330, Stand- 
ard Forgings Company vs. Indiana Harbor Belt Railroad Com- 
pany, opinion No. 9107, 87 I. C. C. 53-5, the Commission finding 
the failure of the defendant to perform switching service at 
the complainant’s plant while exacting rates including such 
service resulted in unreasonable charges for interstate trans- 
portation. The award is for the cost to the complainant of 
switching cars to and from its plant at Indiana Harbor, Ind., 
in the period of the strike of the switchmen in April, 1920. 

According to the statement of facts made in the report, the 
defendant was compelled to discontinue switching service be- 
cause of the strike. From April 20 to August 26 the com- 
Plainant performed all the switching on both inbound and out- 
bound cars. The switching was done at the request of the 
defendant. The complainant furnished an engine and switch: 
ing crew, together with the necessary supplies of fuel, water, 
oil, waste, etc., and provided for the care and repair of the 
engine while engaged in the performance of its service. The 
average cost for the service, on both state and interstate, the 
Commission found, was $2.53 per car. The defendant did not 
question the reasonableness of that amount, but contended that 
under the tariffs it was not required to perform the switching 
Services within the complainant’s .plant. The Commission 
quoted from the Harbor Belt tariff to the effect that the freight 
charges published in that tariff “contemplate the delivery of 
loaded cars to place of unloading at industry or other points 
of delivery or to connecting carriers, respectively, and the tak- 
ing of loaded cars from place of loading at industry or other 
points of reception or from connecting carriers, respectively, 
reached by the Indiana Harbor Belt Railroad and include the 
handling of the empty cars.” 

The award of reparation extends only to cars used for in- 
terstate shipments. 


CAR CASE DISMISSED 


The Commission has dismissed No. 14633, W. J. Stahlberg, 
doing business as Winter’s Metallic Paint Company, vs. Chicacgo, 
Milwaukee & St. Paul, opinion No. 9129, 87 I. C. C. 113-14, on a 
holding that the facts of record did not warrant an award of 
damages against the defendant for its inability to furnish cars 
more promptly for the loading of paint pigment from Neda, Wis., 
to interstate destinations in November, 1922. The complaint al- 
leged that in November, 1922; the Milwaukee failed to furnish 
Cars upon -reasonable request in violation of section 1, thereby 
subjecting him to injury to cover which an award of damages 
in the sum of $1,800 was sought. 

_ In that month the.complainant’s plant had 350 tons of paint 
bigments available for sale and shipment. In that month five 
carloads, aggregating 170 tons, were sold and shipped in cars 
furnished by the defendant. It was alleged the remainder could 





have been sold and shipped under a surplus tonnage contract 
and a net profit of $10 a ton if the complainant had obtained the 
necessary cars. 

Commenting upon a table reproduced in the report as to cars 
furnished in November, 1922, the Commission said that although 
the complainant’s plant ceased operation for a part of each day, 
during part of November, because the warehouse capacity for 
storage had been reached, no orders for additional cars were 
made on the defendant. The Commission said complainant’s 
facilities were inadequate for loading more than one car at a 
time conveniently. It said the complainant said there was no 
use in ordering five or six cars or three or four when he could 
not get one. 

“Defendant was in no sense responsible for the inadequacy 
of complainant’s loading facilities,’ said the Commission. “It 
could not be expected to furnish equipment which complainant 
had not ordered. The sole question presented for determination 
is whether the cars ordered were furnished within a reasonable 
time after the defendant received the orders.” Summing up the 
case, the Commission said: 


Paint pigments are damaged by contact with water. Complain- 
ant’s shipments are packed in paper bags and require watertight 
box cars, free from nails and slivers. There was a general box car 
shortage on defendant’s system in November, 1922, due to an un- 
usually heavy movement of grain and to the fact that about 12 per 
cent of its cars were in bad order as a result of the shopmen’s 
strike. During that month defendant was only able to fill 45 per 
cent of the orders for box cars on its entire system, including the 
northern division where Neda is located, 

The duty resting upon carriers to furnish cars to shippers is 
not absolute. A carrier is not liable if its failure to furnish cars 
was the result of sudden and great demands which it had no reason 
to apprehend would be made and which it could not reasonably 
have been expected to meet in full. Pennsylvania R. R. vs. Puritan 
Coal Co., 237 U. S., 121, 133. Complainant specified a definite place- 
ment date in one order only. Defendant filled that order four days 
late. There is no showing that defandant did not use every effort to 
furnish complainant with the.,other cars ordered ‘“‘as soon as pos- 
sible.’ Before an award of damages such as is- here sought may 
properly be made it must clearly be shown that the injury and 
resulting damage are directly attributed to some violation by de- 
fendant of the provisions of the interstate commerce act. 

We find that the allegations of the complaint have not been sus- 
tained. The complaint will be dismissed. 


ROUTING RESTRICTIONS APPROVED 


Limitations on the routing of lumber from Alabama, Tennes- 
see & Northern stations to Central Freight Association and 
Western Trunk Line territories has been found justified in a 
report on I. and S. No. 1928, opinion No. 9028, 85 I. C. C. 527-32. 
The Commission said the schedules by the application of which 
joint rates on lumber from stations on the Alabama, Tennessee 
& Northern in connection with Southern Railway and Alabama 
Great Southern to Ohio and Mississippi River Crossings when 
for beyond, and to destinations in Central and Western Trunk 
Line territories, would be restricted to the route via York, 
Ala., Alabama Great Southern to Chattanooga, Cincinnati, New 
Orleans & Texas Pacific and connections, had been justified. It 
vacated the suspension order and discontinued the proceedings. 

Suspension of the tariffs was ordered upon the protests of 
the Alabama, Tennessee & Northern, the Wholesale Lumber- 
men’s Club of Birmingham, Copeland Brothers Realty Company 
and others. The Commission said that by the suspended 
schedules the respondents proposed to eliminate the routes via. 
Calvert and York over the Southern to Birmingham and the 
Southern Railway System lines beyond, and to restrict the 
application of the joint rate via York to the route of the Ala- 
bama Great Southern, the Queen & Crescent and their con- 
nections. The restriction would result in the elimination of 
the present routes via York over the Alabama Great Southern 
and its connecting lines such as the Illinois Central, Louis- 
ville & Nashville, St Louis-San Francisco and Mobile & Ohio 
at Birmingham, and the Nashville, Chattanooga & St. Louis at 
Chattanooga. In justification of the proposed restrictions, the 
Alabama Great Southern urged that it was entitled to its 
maximum haul on this traffic. 

The Alabama, Tennessee & Northern opposed the restric- 
tion on the ground that it would tend to reduce its car supply 
from connections. such as the Illinois Central that would be 
eliminated if the suspended tariffs became operative. It was 
apprehensive that carriers such as the Illinois Central. would 
not furnish empty cars for the lumber traffic if the routes in 
connection therewith were eliminated. 

Answering one of the contentions made in the discussion of 
the case the Commission said that denial by the Alabama Great 
Southern to shippers on the Alabama, Tennessee & Northern 
and not to those on its.own line, of unrestricted routing on this 
traffic could not be held to subject shippers on the Alabama, 
Tennessee & Northern to undue prejudice. Furthermore, the 
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Commission said, a witness for the Alabama Great Southern 
testified that that road intended to apply from points on its 
own line the same routing restriction as that proposed in the 
suspended tariffs. 

In disposing of the case, the Commission said the record 
indicated that the traffic in question could be handled with 
greater expedition and economy over the route via York in 
connection with the Alabama Great Southern. The distance 
to Birmingham from’ York, it pointed out, was 59 miles less by 
way of the Alabama Great Southern than the Southern and from 
Calvert, 3 miles shorter over the Southern than the Alabama, 
Tennessee & Northern to York and the Alabama Great Southern 
beyond. It said lumber was produced along the Albama, 
Tennessee & Northern for a distance of about 88 miles south 
of York, the heaviest production being within 60 miles of York. 
The distance to Birmingham from the first point of production 
north of Calvert is 213 miles by way of York and the Alabama 
Great Southern and 260 miles or 47 miles greater by way of 
Calvert and the Southern. It cited other instances of like 
character as to why the restriction should be permitted. It 
said there was no evidence that the service via York over the 
Alabama Great Southern and its connections would be inade- 
quate or unsatisfactory. On the contrary it said it appeared 
that the Alabama Great Southern usually handled this traffic 
in through trains from York to Chattanooga. Local freight 
train service, it said, was provided by the Southern for lumber 
traffic from York and Calvert to Birmingham. Transfer from 
the Southern to the Alabama Great Southern at Birmingham, 
it said, required additional time. ° 


SHIP PLATE CASE 


The Commission, in a report on No. 12428, Willamette Iron 
& Steel Works et al. vs. Director General, Baltimore & Ohio et 
al., opinion No. 9046, 85 I. C. C. 629-34, has found the rates 
charged on steel plates, carloads, from eastern points of origin 
to Portland, Ore., between February 26 and August 18, 1920, 
were not applicable, and ordered reparation in the amount of 
the difference between the charges collected and those which 
would have accrued had the rates applicable to ship plates been 
applied. Commissioner Cox dissented, saying he thought the 
Commission should have held the ship plate rates not applicable. 

Lower rates applied on ship plates than on plates of similar 
gauge atid transportation characteristics. In assessing the 
lower ship plate rates the carriers looked for a certificate from 
some ship classification bureau certifying that the plates were 
for use in the hull of a ship or suitable therefor. The only dif- 
ference between ship plates and ordinary plates of eleven gauge 
or heavier was that produced by the degree of heat in the ingot 
when the rolling took place. Lower rates on ship plates than 
on other kinds of plate were made, in the war period, to en- 
courage the construction of ships on the Pacific coast. 

The plates were No. 11 gauge or heavier. Commodity rates 
of $1.375 applied from Claymont, Pa., $1.315 from Johnstown and 
$1.25 from Pittsburgh. Rates of $1.10, $1.065 and $1 applied on 
“plates, ship,” in connection with a minimum of 80,000. The 
higher rates were applied on the plates shipped to the com- 
plainant. Most of its steel was of grades more expensive than 
ship plates. More than half of the steel, however, was either 
ship plates or marine steel. Some of it was used in repairing 
steel vessels. 

The Commission said that the record left no doubt about 
the intention of the defendants to limit the lower rates to ship 
plates. But it said that that intention could not control the 
application of the tariff naming lower rates on ship plates than 
on plates of the same thickness to be used for other purposes. 
Mr. Cox thought that the Commission should have allowed the 
intention to control, instead of making it a case of strict tariff 
interpretation. 


FURNACE MATERIAL RATE 


In a mimeographed report on No. 13614, Hanging Rock Iron 
Company vs. Norfolk & Western et al., the Commission found 
combination rates on shipments of mill cinder, mill scale, fire 
brick, coke, ex-lake iron ore, pig iron and coal to and from the 
complainant’s furnace plant and coal mine on the Newcastle 
& Ohio River Railroad unreasonable and unduly prejudicial. 
It prescribed reasonable and non-prejudicial rates for the future 
and awarded reparation. It also found a basis for payment 
by the Newcastle & Ohio River Railroad for the use and deten- 
tion of foreign cars on its line and prescribed the just, rea- 
sonable and equitable division to be received by the Newcastle 
& Ohio River Railroad of the joint rates prescribed for the 
future. 

This was an industrial railway case in which the Commis- 
sion made the following findings: 


We find that from March 5, 1920, the combination rates for the 
transportation of carload shipments of mill cinder, mill scale, fire 
brick and coke from interstate points of origin to complainant's 
furnace plant on the New Castle & Ohio River Raiiway, on pig iron 
from that plant to interstate destinations, and on coal from its coal 
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mine on that carrier to interstate destinations, were, are, and for 
the future will be unreasonable and unduly prejudicial to the extent 
that they exceeded or may exceed the line-haul rates contemporane- 
ously in effect on like traffic to and from the rails of the Norfolk & 
Western Railway at Hanging Rock, Ohio; that from the same date 
the combination rates for the transportation of carload shipments of 
ex-lake iron ore from interstate points to complainant’s furnace 
plant were, are, and for the future will be, unreasonable and unduly 
prejudicial to the extent that they exceeded or may exceed the line- 
haul rates contemporaneously in effect on the same traffic to Hang- 
ing Rock plus a spotting charge of 4 cents per ton of 2,240 pounds; 
that between March 5, 1920, and the date of the hearing of this case 
complainant made interstate carload shipments of the commodities 
described to and from its furnace plant and coal mine and paid and 
bore thereon charges at the combination rates described; that it has 
been damaged in the amount of the difference between the charges 
paid and those that would have accrued at the rates herein found 
reasonable and lawful; and that it is entitled to reparation, with 
interest. Complainant should comply with Rule V of the Rules of 
Practice, and details of shipments made subsequent to the hearing 
may be included in the reparation statement filed thereunder if ac- 
eompanied by shercpr tate proof in the form of an affidavit that the 
shipments were made and the freight charges thereon were paid and 
borne by it. It is, of course, understood that if defendants object to 
proof in the form of an affidavit complainant may request a further 
hearing with respect to the subject matter thereof. Defendants 
should publish as joint rates the rates found reasonable for the future. 

We further find that the method of adjusting charges for the 
use and detention of cars prescribed in Birmingham Southern R. R. 
Co. vs. Director General, 61 I. C. C. 551, will be reasonable and proper 
between the New Castle and the Norfolk & Western for the use and 
detention of foreign cars on the New Castle in connection with the 
joint rates herein prescribed for the future. 

We further find that $4 per loaded car will be the just, reason- 
able and equitable division to be received by the New Castle & Ohio 
River Railway out of the joint rates herein prescribed for the future. 


RATES ON ROUGH RICE 


An order requiring the carriers, on or before March 24, to 
establish new rates on rough rice from points in Louisiana to 
Eagle Lake and Houston, Tex., has been entered in No. 14354, 
Interstate Rice Milling Company vs. Louisiana Western et al. 
and No. 14468, Industrial Rice Milling Company vs. Beaumont, 
Sour Lake & Western et al., opinion No. 9041, 85 I. C. C. 606-8. 
The Commission found the rates unreasonable for the reason 
set forth in a number of cases involving the same general 
question that was raised. in these cases. The finding and the 
rate to be established are as follows: 


Following the cases cited, we find that the rates assailed were, 
are, and for the future will be, unreasonable to the extent that they 
exceeded or may exceed the following amounts for the period named: 

Prior to On and after 
January 1, January 1, 
1922 


To Houston from— 1922 


Villa Platte, Reddell, Mamou........:....ecsceecece 25.5 23 

I NN ea Edh tS bows Made doled + obs bik Oes-calekaiees 20.5 e 18.5 
To Eagle Lake from— ‘ 

PING, WUE. wie vo sidan Gan tevey<taee’ bavows cats 27 24.5 


MISROUTING REPARATION 


Reparation on account of misrouting has been made in No. 
14851, L. G. Everist, Inc., et al. vs. Chicago, Milwaukee & St. Paul, 
opinion No. 9100, 87 I. C. C. 31-2. The misrouting was on eleven 
carloads of crushed stone shipped in March, 1921, from Dell 
Rapids, S. D., to Max, Ia., reconsigned to Sioux City, after the 
shipments had been refused at Max. The carriers contended that 
the originating railroad was not obliged to surrender a shipment 
to other carriers if the points of origin and destination were 
served by it and if its route was not impracticable or unreason- 
ably long. It cited cases wherein the Commission had held that 
a carrier was not obliged to decline a shipment because of the 
existence of a lower rate over a competing line. That principle, 
the Commission said, had no application to a situation such as 
was presented in this case where the receiving line was party 
to a two-line through rate lower than the rate applicable over 
its own single-line haul. In this case the Commission said it was 
not asked to establish a through route which would short-haul 
the defendants. The through route existed, it said, and the two- 
line through rate also existed and was applicable. 


MUST FURNISH EQUIPMENT 


In a report on No. 14370, Colorado & Utah Coal Company et 
al. vs. Denver & Salt Lake et al., opinion No. 9032, 85 I. C. C. 
545-8, the Commission found that the failure of the Denver & 
Salt Lake, its receivers and subsidiaries, to furnish suitable 
equipment upon reasonable request therefor for the transporta- 
tion of coal and the failure to equip or to compensate complain- 
ants for equipping box and stock cars furnished for that kind of 
transportation with door boards without which defendants re 
fused to transport the coal, constituted an unreasonable prac- 
tice. It ordered the defendants, not later than March 20, to pub- 
lish an allowance of 50 cents per door for car doors furnished by 
shippers. = 

The Commission said the supply of gondola or open top cars 
was wholly inadequate to meet the normal demands of this shiD- 
per on the Denver & Salt Lake. Prior to January 19, 1922, the 
defendants had provided for an allowance of 50 cents to shippers 
who furnished car door boards. On that date they cancelled the 
allowance and at the same time refused to accept shipments ul- 
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less door boards were furnished. The defendants asserted that 
since the receivership in 1917 the line of the Denver & Salt Lake 
had been operated at all times at a loss; that the cancellation 
involved was an effort to reduce this annual loss; that the 
greater part of the loss was attributable to the transportation of 
coal which composed about 80 per cent of its tonnage; that the 
coal rates over this line were so inadequate that they accounted 
for a large part of the loss and that the relief prayed for in the 
complaint would further reduce the revenue on coal and would 
constitute a taking of property without due process of law. 

“The contention of the defendants,” said the Commission, 
“that the rates of transportation may not be adequate does not 
relieve them of the responsibility of maintaining reasonable 
practices with respect to furnishing safe and suitable equipment 
for the transportation of coal.” 

Disposing of the case, the Commission said it was clear the 
complainant had furnished a facility which defendants should 
reasonably be expected to furnish, but had failed so to do. It 
quoted from Interstate Commerce Commission vs. Diffenbaugh, 
222 U. S. 42, in support of the findings which requires the Den- 
ver & Salt Lake to make an allowance for door boards if it does 
not furnish them itself. 


DIVISIONS NOT INEQUITABLE 


In an opinion written by Commissioner Cox on No. 13570, 
divisions between carriers of rates on bituminous coal to destina- 
tions in Michigan, Ohio, Indiana, Illinois and Wisconsin under 
the report of the Commission in Ex Parte No. 74, opinion No. 
9044, 85 I. C. C. 617-25, the Commission has held the divisions 
accorded the lines south of Toledo out of the joint rates on soft 
coal as increased following its decision in Increased Rates, 1920, 
58 I. C. C. 220 (Ex Parte No. 74), from the inner and outer cres- 
cent districts to points in Michigan and other states not inequit- 
able or otherwise unlawful. 


The proceeding was instituted upon petition of the Baltimore 
& Ohio, Norfolk & Western, Chesapeake & Ohio and the Louis- 
ville & Nashville. It brought into question the propriety of 
the divisions out of increased rates established under the per- 
mission granted by the Commission in Ex Parte No. 74, on coal 
moving through Toledo, O. Most of the coal, the Commission 
said, moving through Toledo, went to Michigan destinations and 
it confined its discussion to traffic having Michigan as a des- 
tination. 


It was the position of the petitioning carriers that the divi- 
sions should have been increased in the same percentages as 
the rates were increased. The respondent carriers, however, 
contended that the paragraph heading “specific divisions” in the 
report had no application to the division of the rates in effect 
at the time of the decision, and that the method by which the 
rates were actually divided, called the historic method was of 
many years’ standing and had not resulted and did not~- now 
result in divisions unfair to the petitioners. The basis for divid- 
ing the rates, Commissioner Cox said, had been in use since 1898, 
except in the period of federal control. It appeared from that, 
he said, that prior to 1898 the lines north of Toledo received spe- 
cific divisions on coal coming to them at that point. In 1898, 
following a general readjustment of rates, to Michigan, a new 
basis became effective. Michigan was divided into pro-rating 
groups and the joint rates from the Ohio fields to each pro-rating 
group were divided north and south of Toledo on a percentage 


basis. For example, the rate from the Ohio fields to Detroit was ~ 


divided 66 per cent to the lines south and 34 per cent to the 
lines north of Toledo; to Bay City the percentages were 52 and 
48, respectively. At the same time the Michigan lines agreed to 
accept as their proportion of the joint rates from the producing 
territories other than the Ohio fields, the same amounts in cents 
per ton as they received out of the rates from the Ohio fields 
under the percentage adjustment. 

Commissioner Cox said the record clearly established that 
the divisions of the rates from the crescent districts regardless 
of the form in which they might have appeared in the division 
sheets had been dependent upon and had actually changed with, 
the divisions of the rates from the Ohio fields. The latter being 
on a percentage basis, Mr. Cox said, had not only changed with 
changes in the rates, but in the same ratio. That was not true, 
however, of the divisions of the rates from the crescents. 

Considerable evidence, Mr. Cox said, was offered by the 
petitioners to show that the service performed by them was rela- 
tively greater than that performed by the delivering lines. He 
said that since the present divisional basis was established there 
had been large additions to the branch line mileage in the coal 
regions which had increased the average distance from the cres- 
cent group to Toledo. Respondents argued that that merely 
tended to show that the through rates should have been in- 
creased. In disposing of the case, the Commission said: 


_The historical method of making divisions resulted in respondents’ 
divisions being increased on August 26, 1920, by greater percentages 
than those of petitioners were increased. But the additional revenue 
accruing to respondents from this cause was more than offset by the 
increase in their operating expenses resulting from the higher freight 
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rates on fuel coal, from which petitioners suffered no corresponding 
disadvantage. 


Assuming, as we must on this record, that the divisions in force 
on August 25, 1920, were just and equitable, we find that the applica- 
tion of the historical method to the rates as increased under Ex 
Parte 74 has not been shown to have resulted in divisions which were 
unreasonable or unfair to petitioners. The pettiions will be denied 
and this proceeding discontinued. 


ADVANCES NOT JUSTIFIED 


The Commission, in a mimeographed decision on I. and S. 
No. 1923 and parts of fourth section application No. 676, has 
condemned the proposed increased rates on cottonseed meal 
and cake, and articles taking the same rates, in straight or 
mixed carloads, from Texas common points to Louisville and 
points in West Virginia as not having been justified. It ordered 
the suspended schedules to be canceled and discontinued the . 
proceedings. 

Increases ranging from 4.5 cents at Wheeling, Parkers- 
burg and Gauley Bridge, one cent at Charleston, three at Hunt- 
ington, W. Va., to 8 cents at Louisville, were proposed with a 
view to making St. Louis the controlling base point on such 
traffic from the southwest, as it was before the various per- 
centage increases were made. The Commission, however, 
pointed out that that method of making rates from the south- 
west was under attack in No. 14150, Corporation Commission 
of Oklahoma vs. Aberdeen & Rockfish et al, and cases consoli- 
dated with it, now pending. 

The Commission said the rates in the suspended schedules 
were before it in Cottonseed Cake from the Southwest, 66 I. C. 
C. 640, decided in March, 1922, in which the Commission de- 
cided the increases had not been justified. It said the detailed 
explanation of the situation was contained in that report and 
needed not to be repeated in this case. 

Respondents, however, it said, insisted that the increases 
in this case were proposed solely to bring about a proper 
alignment or relationship in the rates. They said the rate to 
St. Louis was, and always had been, the basic rate on this 
traffic and that the rates to the other gateways were and should 
be made in relation thereto. They contended there was no 
justification for a local and a proportional rate to St. Louis, 
such as there were at this time, and that the rate to Louisville 
should be increased to a relationship over St. Louis. Their 
proposal was to make it 3.5 cents over St. Louis and that the 
increases to the other points would flow from bringing Louis 
ville and St. Louis into proper relationship. The Commission 
denied that St. Louis made the lowest combination and pointed 
out that even if it were it was under attack in the Oklahoma 
Corporation Commission case before mentioned. 

Another declaration by the Commission was that the in- 
creases would accentuate the departures from the fourth sec- 
tion at points in the interior of the territory east of the Mis- 
sissippi in relation to rates to the Atlantic ports. It further 
said that the rate to Louisville had to be considered ag a pro- 
portional and, so viewed, it was not out of line with propor- 
tionals to other points, including the one to St. Louis. It said 
the reasonableness of the proposed increased rates to West 
Virginia points had not been established. 


RATES ON LAMPS 


A finding of unreasonableness and an award of reparation 
have been made in No. 14348, Larkin Company, Incorporated, 
vs. Chicago & Erie et al., opinion No. 9053, 85 I. C. C. 649-50, 
as to rates and charges on lamps, complete, with globes of the 
framed-glass type, with glass panels detached and packed sep- 
arately in the same outer shipping container. The complainant 
sought reparation because of alleged unreasonable rates charged 
on portable and non-portable oil, gas and electric lamps of 
the type mentioned, shipped in less-than-carload quantities from 
New York to Buffalo and. Chicago between May 1, 1915, and 
October 26, 1916. Charges were originally paid at class rates, 
carloads, being assessed under rule 25 and the less-than-carload, 
first class, both under Official Classification. The railroads 
sought to collect charges on the basis of double first class on 
both carload and less-than-carload shipments. The alleged un- 
dercharges were not paid and Larkin Company filed a formal 
complaint asking the Commission to determine the applicable 
rates and alleging that the Official Classification ratings were 
unreasonable and unduly prejudicial. 

The Commission in that formal case found that double 
first class rates were applicable, but that such ratings were and 
for the future would be unreasonable to the extent they exceed 
or might exceed third class, minimum 14,000 on carloads and 
one and one-fourth times first class on less than carloads. That 
report was in 52 I. C. C. 418. The outstanding undercharges 
were paid in February and April, 1920. Thereafter the question 
of reparation was taken up informally and on September 3, 1921, 
the carriers submitted special docket application asking per- 
mission to refund the difference between the charges paid and 
those which would have accrued at the rates found reasonable. 
Permission to settle was denied May 25, 1922. 

Thereupon the second formal complaint, here under con- 
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sideration, was filed and the facts were stipulated by the 
parties. The case was submitted October 7, 1922, but not de- 
cided until December 7, 1923. No statement as to the cause 
of the long consideration was made in the report. The Com- 
mission found, as before stated, and awarded reparation amount- 
ing to more than $5,000. 


GILSONITE RATE REDUCED 


In a report on No. 12716, Utah Gilsonite Company vs. Atchi- 
son, Topeka & Santa Fe et al., opinion No. 9034, 85 I. C. C. 557- 
77, written by Commissioner Lewis, the Commission found un- 
reasonable a rate of $10.35 per ton on gilsonite from American 
to Mack, Utah, when used as a factor in rates on interstate 
shipments to Arkansas, Colorado, Iowa, Kansas, Missouri, Minne- 
sota, Nebraska, Oklahoma, Texas, Louisiana, Kentucky, Tennes- 
see, Virginia, West Virginia and to points east of the Mississippi 

. and north of the Ohio and Potomac rivers, to the extent it ex- 
ceeded or may exceed $9.75 and awarded reparation to that 
basis. The reduced rate is to be made effective not later than 
March 21. 

Th Commission declined to order the establishment of joint 
rates from American, Utah, to destinations east of Mack, Colo., 
the junction point between the narrow gauge line of the Uintah 
Railway with the Rio Grande. It said the making of joint rates 
would result in more bookkeeping without gain for anybody 
because transfer from narrow gauge cars to standard cars would 
have to be continued. The Commission found some of the 
rates were in disregard of the fourth section in that they were 
higher from the Utah mines than from Richmond, Cal., a point 
at which asphalt, sold in competition with gilsonite originated. 
Reparation was asked on specified shipments made since May 
7, 1920. 

Attack was made upon the management of the Uintah Rail- 
way, the originating carrier, the stock of which is owned, ex- 
cept directors’ share, by the Barber Asphalt Paving Company. 
The latter, according to the report, also controls the Gilson 
Asphaltum Company, the largest shipper of gilsonite on the 
road. The operating methods and other practices of the Uintah 
Railroad, it was alleged, resulted in undue prejudice to the 
complainant and in favor of the interests allied with the car- 
rier who shipped from other stations on its line. Among the 
allegations were that the railroad’s operating expenses were 
increased so as to show it as not earning a proper return and 
that that practice resulted in undue prejudice to the complainant. 
It was also alleged that the operation of wagon and stage lines 
by the Uintah and the use of one of such feeder lines for the 
transportation of gilsonite for one of the allied interests resulted 
in disadvantage to the complainants. The complainant con- 
tended that an undue portion of expenses of administration at 
the offices of the proprietary company and the railway com- 
pany were imposed on the railroad, to the detriment of the in- 
dependent shippers over the Uintah. 

Commissioner Lewis examined each of the allegations and 
made only the one definite recommendation, that calling for a 
reduction in the rate. He said that if the business of the com- 
plainant increased as expected, the Uintah should promptly ex- 
tend the sidetrack where the complainant did its loading to 
avoid any reasonable complaint from that source. As to the 
use of the stage line for the transportation of gilsonite for a 
shipper in competition with the complainant, Mr. Lewis said 
that that had not been done since 1917 and that hence the com- 
plainant was not being discriminated against in that respect. 


COTTON TO NEW ENGLAND 


In a mimeographed opinion on No, 13418, Houston Cotton 
Exchange and Board of Trade et al. vs. Arcade & Attica et al., 
Division 4 of the Commission, composed of Commissioners, 
Meyer, Eastman and Potter, has given the carriers ninety days 
in which to establish rail-and-water and rail-water-and-rail rates 
on cotton from Oklahoma points to destinations in New England. 
The Commission did not issue an order, but said it expected 
the carriers to comply with the finding and recommendation 
within the time mentioned. It found the existing rates from 
Oklahoma to New England unreasonable. 

The new rates are to be on the basis of four cents under 
the all-rail rates. The four cents are intended to cover marine 
insurance and other expenses incident to a part of the service 
being performed by carriers by water. 

The expectation of the Commission, expressed in the sug- 
gestion of the filing of rates within ninety days, is the only 
part of the complaint in which it agreed with the complainants. 
Inasmuch, however, as New England is a large consumer of 
cotton, the finding of the Commission that joint rail-and-water 
and rail-water-and-rail rates should be established is regarded 
as of extreme importance. 

Recognition of the policy of the law “to promote, encourage 
and develop water transportation” was the reason for the Com- 
mission’s determination to require the establishment of joint 
rates by the two classes of carriers mentioned. The decision 
says that to the end that the policy of the law may be carried 
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out, the statute now authorizes the Commission to require the 
establishment of through rail and water routes and joint rates 
which may short-haul a rail carrier. Specifically the Commission 
found that “upon all the facts of record we are of opinion and 
find that it is desirable in the public interest that the defend- 
ants should establish joint rail-and-water and rail-water-and-rail 
rates on cotton from Gklahoma points to points in New Eng- 
land territory, and that the existing rates for such transporta- 
tion are and for the future will be, unreasonable to the extent 
they exceed or may exceed, rates constructed by the deduction 
of four cents from the present all-rail rates. We further find 
that the rail-and-water and the rail-water-and-rail rates on cotton 
from Oklahoma points to other points in the northeastern por- 
tion of the United States are not unreasonable. We are without 
authority to require the establishment of joint through rates 
to points in Canada.” . 

The complainants were the Houston Cotton Exchange and 
Board of Trade, Galveston Cotton Exchange and Board of Trade, 
Galveston Commercial Association, Dallas Cotton Exchange and 
the Oklahoma State Cotton Exchange, all corporations. They 
alleged the rail-and-water and the rail-water-and-rail rates on 
cotton from points in Oklahoma through the Texas ports to points 
in the northeastern part of the United States and eastern Canada 
were unjust and unreasonable. They asked the Commission to 
prescribe reasonable joint rates by way of the Texas ports. 

Complainants, in effect, said the Commission sought the 
equalization of the rail-and-water and the rail-water-and-rail rates 
with the all-rail rates by asking it to establish rates by water 
four cents under the all-rail charges to the same destinations. 
As the water rates were uninsured the complainants said that 
differential was necessary to pay the cost of the insurance. In 
computing the distance from Galveston to New York the com- 
plainants assumed three water miles to be equivalent to one 
rail mile. On that basis the distance from Galveston to New 
York, 2,180 miles, was assumed to be equivalent to 727 rail 
miles. Using that constructive mileage, the Commission said, 
the distances from southern Oklahoma via Galveston to most 
destinations in seaboard territory were less than the actual dis- 
tances all-rail through St. Louis, although to points in western 
New York and the province of Ontario the constructive dis- 
tances by the water route were somewhat greater. 

The burden of the defense was assumed by the Rock Island 
and the Frisco, the Commission said. Their principal objection 
to the establishment of joint rates, the Commission said, was 
that it would deprive them of the long haul. Because of the 
expense incurred in assembling cotton and other conditions pe- 
culiar to that traffic, they contended that the non-application 
of joint rates via the Texas ports was not warranted. They 
pointed out the large number of cars required for : ssembling 
the cotton at compress points prior to the beginning of the 
journey of the cotton to the eastern mill points as one of the 
heavy expenses incurred in handling the traffic. In order to be 
compensated for this gathering expense the carriers said they 
were unwilling for the cotton originating on their lines to move 
except over routes where they would receive the long haul. 

No contention was made by the defendants that the all-rail 
rates were not on a proper basis. The Commission, however, 
said it would appear that the rail-and-water rates on cottoa from 
Oklahoma to New England territory should be lower than the 
all-rail rates to the end that the policy of the law to primoie 
water transportation might be carried out. A different situation 
it said, existed in respect of rates to other points in northeastern 
United States. Rail-water-and-rail rates to those destinations 
could not be constructed on the basis sought without fourth 
section relief. Such rates would have to be lower to points 
west of New York City to meet the lower all-rail rates to those 
points and would result in the departure from the long-and- 
short-haul provision of the act. 

“While not holding that the rail-and-water routes to those 
points are excessively circuitous,” said the Commission, “nothing 
appears of a sufficiently definite nature to justify a finding that 
the rates themselves are unreasonable or that any fixed dif- 
ferential should be established between rates via the all-rail 
routes and those applying partly by rail and partly by water. 
In the absence of such a showing we cannot compel the carriers 
to project indefinitely into the interior rail-and-water rates based 
on the all-rail rates. We are also left in doubt by the record 
whether the rail-and-water rates to those destinations are in 
the public interest.” 


CAR MINIMUM APPROVED 
The Commission has dismissed No. 14242, Consolidated Lum- 
ber Company vs. Director-General et al., opinion No. 9090, 87 I. 
C. C. 1-2, finding the minimum charge of $15 per car on lumber 
from East San Pedro, Cal., to Wilmington, Cal., between June 30, 


1918, and May 26, 1919, not unreasonable. Reparation only was 
sought. 


HAY REPARATION AWARDED 


In a report on further hearing on No. 12033, Louisa Schaeffer 
et al. vs. Lehigh Valley, opinion No. 9040, 85 I. C. C, 605, the 
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Commission awarded reparation amounting to $2,009 on account 
of illegal demurrage charges on shipments of hay detained at 
Townley, N. J. The original report was made in 661. C. C. 549. 
The defendant agreed that the amount of reparation claimed 
upon further hearing was correet if the reconsignment orders for 
delivery within the New York harbor points were given on the 
dates given in the testimony for the complainant. 


BLACKSTRAP COMPLAINT DISMISSED 

An order of dismissal has been entered in No. 13732, H. L. 
Halliday Milling Company vs. Director-General, Mobile & Ohio, 
opinion No. 9065, 85 I. C. C. 687-8, on a finding that the rate of 20 
cents on eight tank carloads of imported blackstrap molasses 
from Mobile to Cairo shipped between January 2 and January 19, 
1920, was not unreasonable or otherwise unlawful. Reparation 
to the basis of 16.5 cents was sought. The rate both before and 
after period mentioned was 16.5 cents. 


REPARATION ON WHEAT 


Reparation has been awarded on four carloads of wheat, in 
No. 13596, Pacific Grain Company vs. Director-General, Oregon- 
Washington Railroad & Navigation Company, et al., opinion No. 
9072, 85 I. C. C. 710-12, on a finding of unreasonableness. The 
four carloads were shipped in January and February from Day- 
ton, Wash., to Cedar Rapids, Ia. The Commission said the com- 
modity rate of 63.5 cents was unreasonable to the extent it ex- 
ceeded 56 cents. Under rule 77 the lower rate was applicable. 


COAL CASE DISMISSED 


The Commission has dismissed No. 13055, McGrew Coal Com- 
pany vs. Director-General and Missouri Pacific, opinion No. 9080, 
85 I. C. C. 735-6, on a finding that rates on soft coal at various 
times in the period of federal control were not unreasonable or 
otherwise unlawful. The shipments in question were between 
points in Missouri. The allegation was that the rates were un- 
reasonable, unjustly discriminatory, unduly and unreasonably 
prejudicial and in violation of the constitution of Missouri. The 
Director-General claimed the allegations were insufficient, be- 
cause there was none alleging the violation of the interstate 
commerce act. The Commission said the complaint was sufficient 
under the rule laid down by it in Wasatch Coal Company vs. 
Director-General 68, I. C. C. 118. The Commission found, how- 
ever, that the rates were not unreasonable or otherwise in vio- 
lation of the laws administered by it. The facts were stipu- 
lated. The chief of them appeared to be that they were in viola- 
tion of the long and short haul provision of the Missouri consti- 
tution. The Commission said its powers to adjudicate complaints 
of this nature were derived solely from acts of congress, which 
did not give it jurisdiction to enforce the common law or state 
constitutions. It said that if it were a fact that rates lower than 
those charged complainant were contemporaneously in effect 
for greater distances, that fact, without a showing of similarity of 
transportation conditions, was not sufficient to condemn a rate 
under the interstate commerce act. 


FURNACE REGISTERS: CASE 

The Commission has dismissed No. 14066, Monitor Stove 
Co. vs. Chesapeake & Ohio et al., opinion No. 9088, 85 I. C. C. 
757-9, on a finding that the less-than-carload rates assessed on 
registers shipped with cast iron furnaces from Cincinnati and 
from Minnesota Transfer to Spokane were applicable. The 
shipments in question were made between September 4, 1920, 
and April 1, 1921, from Cincinnati and one shipment from Min- 
nesota Transfer in August, 1921. : 


BARRED BY LIMITATION 

The Commission has dismissed No. 14035, Alaska Junk Co. 
vs. Director-General, Northern Pacific, et al., opinion No. 9084, 
8 I. C. C. 745-6, on a finding that the complaint alleging an 
unreasonable rate on scrap zinc shipped from Seattle, Wash., 
to Chicago, in February, 1920, was barred by the statute of 
limitations. The claim was not filed until after more than one 
year after the end.of federal control. It was filed informally, 
but could not be adjusted, and the complainant was so notified. 


CLAIM FILED TOO LATE 

An order of dismissal has been entered in No. 14031, Edward 
A. Glenn ys. Director-General, opinion No. 9083, 85 I. C. C. 748-4, 
on a finding that the complaint alleging an unreasonable rate 
on two carloads of corn from Pike, IIll., to Louisiana, Mo., was 
barred by the statute of limitations. The complaint was filed 
Informally by the American Association of Nursery Men without 
disclosing the fact that it was not filing the claim in its own 
interest, but on behalf of some undisclosed person. When Glenn, 
the party in interest, took up the matter, the statute had run 
against him, the Commission said. 


IMPORTED PEANUT RATE 


On the authority of Mitsui & Co. vs. Director-General, 58 
LC. C. 322, the Commission has made a finding of unreasonable 
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ness and awarded reparation in No. 13981, Albers Bros. Milling 
Company vs. Director-General, opinion No. 9085, 85 I. C. C. 747-9, 
on account of a rate of $1.75 on imported peanuts, carloads, from 
Vancouver, B. C., to Marshall, Tex. The shipments moved in 
1918 and 1919. The Commission found that rate unreasonable 
to the extent it exceeded $1.50. It said no evidence was pre- 
sented by the Director-General which would afford a basis for 
a conclusion differing from that reached by it in the Mitsui case. 


REPARATION ON WOOD PULP 


A finding of unreasonableness and an award of reparation 
have been made in No. 12195, Crown Willamette Paper Company 
vs. Director-General, Spokane, Portland & Seattle et al., opinion 
No. 9056, 85 I. C. C. 657-8, as to rates and charges on shipments 
of wood pulp from Seattle to Camas, Wash., originating in Brit- 
ish Columbia, between October 1, 1919, and April 30, 1921. No 
appearance was made for the carriers, the Commission said, and 
there was no attempt in their behalf to sustain the reasonable- 
ness of the rates applicable following the period of federal con- 
trol. The Commission found the rates unreasonable to the ex- 
tent they exceeded 19 cents prior to August 26, 1920, and 24 
cents thereafter. : 


COAL CASE DISMISSED 
The Commission has dismissed No, 14246, Corona Coal Com- 
pany vs. St. Louis-San Francisco et al., opinion No. 9077, 85 
I. C. C. 723-4, on a finding that rates on coal from Empire, Ala., 
to Pensacola, Fla., for bunker purposes, between September 1, 


1920, and December 30, 1921, were not unreasonable or unduly 
prejudicial. 


COAL CASE DISMISSED 


The Commission has dismissed No. 14070, Central Wisconsin 
Supply Company vs. Chicago, Milwaukee & St. Paul et al., opin- 
ion No. 9111, 87 I. C. C. 63-4, on a finding that the rates applicable 
on a carload of coal from North Fork, W. Va., to Menomonee 
Falls, Wis., reconsigned to North Lake, Wis., in November, 1921, 
were not unreasonable. 


SALT CAKE REPARATION 


A finding of unreasonableness and an award of reparation have 
been made in No. 13601, Pacific Mills, Limited, vs. Director-Gen- 
eral, Southern Pacific, et al:, opinion No. 9061, 85 L C. C. 677-9, 
as to rates and charges on salt cake (sodium sulphate) in car- 
loads, from McKittrick, Cal., to San Francisco, Cal., for export 
to British Columbia. The Commission said the rate between the 
points in California was unreasonable to the extent it exceeded 
20.5 cents, minimum 80,000, and awarded reparation to that basis. 
That is the same as the state-made rate. The applicable inter- 
state class rate was 64 cents. 


GRAIN CASE DISMISSED 


The Commission has dismissed No. 14259, Flushing Farmers’ 
Elevator Company vs. Director-General, Great Northern, et al. 
opinion No. 9093, 87 I. C. C. 9-10, on a finding that the claim 
for reparation on grain from North Dakota and Montana to 
Minneapolis, shipped at various times in the period of federal 
control, was barred by the statute of limitations. The Commis- 
sion specifically found that the one-year limitation contained in 
Section 206 (c) was applicable to this claim. 


REPARATION ON HAY 


In a mimeographed report on No. 14853, Scott, Magner & 
Miller vs. Director-General, the Commission has found rates on 
hay between points in California in the period of federal con- 
trol unreasonable and awarded reparation. It found they were 
unreasonable to the extent they exceeded 15.5, 22.5 and 21 cents 
per 100 pounds from Pittsburg and Brentwood to Felton, San 
Luis Obispo and Boulder Creek, respectively, and awarded rep- 
aration to the basis of those rates. 


COAL RATE UNREASONABLE 


An award of reparation on account of an unreasonable rate 
has been made in No. 14805, Otto Krueger vs. Northern Pacific 
and Director-General (mimeographed without page or opinion 
numbers), on shipments of coal from Duluth to New Duluth, 
Minn., between June 25, 1918, and December 7, 1918. The Com- 
mission found that the rate of 50 cents per net ton was unrea- 
sonable to the extent it exceeded 40 cents and awarded repara- 
tion to that basis. 


GRAPEFRUIT REPARATION 


In a mimeographed report on No. 14727, Jacobs, Malcolm & 
Burtt vs. Arizona Eastern et al., the Commission held unrea- 
sonable the rate charged on grapefruit from Phoenix, Ariz., 
to San Francisco, on shipments in January, February and March, 
1922. Following its decision in Phoenix Chamber of Commerce 
vs. Director-General, 62 I. C. C. 368, and Melczer Co. vs. Arizona 
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Eastern, 78 I. C. C. 319, the Commission held the rate unrea- 
sonable to the extent it exceeded $1.02. 





REPARATION ON COAL 

A finding of unreasonableness and an award of reparation 
have been made in No. 15011, Arnold Hoffman & Co. vs. New 
York, New Haven & Hartford (mimeographed without page or 
opinion number), as to a sixth class rate on coal, from Darling- 
ton, R. L, to Dighton, Mass., imposed on shipments made in 
June and July, 1920. The Commission found the rate unreason- 
able to the extent it exceeded $1 per long ton and awarded 
reparation to that basis. The movement was unusual and the 
Commission entered no order for the future, as the record did 
not afford a basis for a finding that a rate for the future was 
necessary. 


GAS OIL REPARATION 


A finding of unreasonableness and an award of reparation 
have been made in No. 14384, Omaha Steel Works et al. vs. 
Atchison, Topeka & Santa Fe et al. (mimeographed), as to the 
rates charged on gas oil from Allen, Drumright and Muskogee, 
Okla.; and Wichita, U. S. Yards, Kan., to Omaha, and on fuel 
oil from Eldorado, Kan., and Cushing, Okla., to Fullerton and 
Osceola, Neb. The Commission found the rates on gas oil to 
Omaha unreasonable to the extent they exceeded 26.5 cents from 
Wichita, U. S. Yards, 30.5 cents from Muskogee, 33 cents from 
Allen and 32 cents from Drumright; and that the rates on fuel 
oil were unreasonable to the extent that they exceeded 36 cents 
— _— to Fullerton and 37.5 cents from Cushing to 

sceola. 


NEW SISAL RATE ORDERED 


A finding of unreasonableness and award of reparation and 
an order for the future have been made in No. 14875, Eric Cor- 
poration vs. Delaware, Lackawanna & Western, et al. (mimeo- 
graphed without page or opinion numbers), as to a rate on im- 
ported sisal from Mobile, to New Bedford, Mass. The Commis- 
sion found the rate was, is and for the future will be unreason- 
able to the extent it exceeded, exceeds or may exceed the rate 
contmporaneously in effect from Mobile to North Plymouth, Mass. 
A rate in accordance with that finding is to be established not 
later than May 1. Reparation is to be made to that basis. 


REPARATION ON SUGAR 


An award of reparation has been made in No. 14745, West 
Cache Sugar Company vs. Director-General (mimeographed with- 
out page or opinion number), as to a rate of 27.5 cents on a 
carload of sugar shipped in November, 1919, from Cornish to 
Ogden, Utah. The Commission found the rate unreasonable to 
the extent it exceeded 15 cents. 


DEMURRAGE CASE DISMISSED 


In a mimeographed report on No. 14626, Republic Coal Com- 
pany vs. Chicago, Milwaukee & St. Paul, the Commission found 
demurrage charges for the detention of a car of coal at Roswell, 
South Dakota, from January 19, 1921, to February 8, 1921, ap- 
plicable and not unreasonable. It dismissed the complaint. 


RATES ON IRON PIPE 

In a report on No. 13756, Southern Carbon Company vs. Ar- 
kansas & Louisiana-Missouri et al., opinion No. 9031, 85 I. C. C. 
542-4, the Commission found unreasonable and awarded repara- 
tion, the rate charged on second-hand iron pipe from Coalton, 
Okla., to Swartz and Fairbanks, La., and -from Quinton, Okla., to 
Fairbanks, La. It found the rate unreasonable to the extent it 
exceeded 81 cents from Coalton to Swartz and Fairbanks and 67.5 
cents from Quinton to Fairbanks, and that the present rate from 
Quinton to Fairbanks is and for the future will be unreasonable 
to the extent it exceeds or may exceed 61 cents per hundred 
pounds. That reduced rate is to be established not later than 
March 20. Preparation was awarded against the Kansas City, 
Oklahoma & Gulf and Missouri Pacific, the Arkansas & Louis- 
ilana-Missouri, the Ft. Smith & Western and Missouri Pacific. 


UNDERCHARGES TO BE WAIVED 
A finding of unreasonableness, an award of reparation and 
waiver of undercharges has been made and authorized in No. 
12968, Judson Manufacturing Co. vs. Director-General and South- 
ern Pacific, opinion No. 9048, 85 I. C. C. 637-40, as to rates ap- 
plicable for switching carloads of steel ingots and scrap metal 
between points in the complainant’s plant at Emeryville, Cal., 
between January 1, 1918, and February 28, 1920. The complain- 
ant contended they were unreasonable, unjustly discriminatory 
and unduly prejudicial. The Commission found the rates unrea- 
sonable to the extent they exceeded $5 per car prior to June 

25, 1918, and $6.50 per car on and after that date. 





VEGETABLE PAPER RATES 
A finding of unreasonableness and an award of reparation 
have been made in No. 14309, Kalamazoo Vegetable Parchmont 
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cago and an equal number to New York in February, 1920; Fifth 
class of 41.5 cents was applied to New York and fifth class of 
17.5 to Chicago was assessed. Reparation to the basis of sixth 
class was sought and awarded by the Commision, sixth class to 
Chicago having been 14.5 cents and 34.5 to New York. 


SULPHUR FOUND MISROUTED 


A finding that the shipment was misrouted and an award of 
reparation have been made in No. 13729, Dells Paper & Pulp 
Company vs. Director-General, Houston & Brazos Valley, et al., 
opinion No, 9042, 85 I. C. C. 609-10, as to a shipment of crude 
sulphur from Bryanmound to. Kimberly, Wis., reconsigned to 
Eau Claire, in April, 1919. On the theory that the shipment had 
reached the first billed destination, which it had not, a recon- 
signing charge of $5 was added. The Commission said that over 
the route specified in the bill of lading the shipper was entitled 
to a rate of 42 cents anda reconsigning charge of only $2 and 
awarded reparation for the difference. 


GROUP RATE REASONABLE 

The Commission has awarded reparation in No. 13712, Barns- 
dall Refining Company et al. vs. Atchison, Topeka & Santa Fe 
et al., opinion No. 9064, 85 I. C. C. 685-6, on a finding that the 
rates on fire brick from Cheltenham, Maryland Heights, Wells- 
ville and Mexico, Mo., to Barnsdall, Okla., imposed on nineteen 
carloads shipped between April 10, 1920, and December 9, 1921, 
were unreasonable to the extent they exceeded 14 cents prior 
to August 26, 1920, and 19 cents subsequent thereto. The rates 
to which reparation is to be made were contemporaneously in 
effect from all points of origin to many refining points in Okla- 
homa and applied to refining points surrounding Barnsdall. 


ROUGH CASTINGS CASE DISMISSED 


The Commission has dismissed No. 14206, American Foundry 
& Machine Company vs. Oregon Short Line, Director-General, 
et al., opinion No, 9091, 87 I. C. C. 3, on a finding that the fifth 
class rate on rough iron and steel castings shipped in November 
and December, 1918, and January, 1919, from Salt Lake City to 
Seattle was applicable. The complainant asked for reparation 
to the basis of a commodity rate of 81.5 cents applicable on 
hoists, stationary engines and fittings, but the Commission said 
the shipments consisted of castings. 


LUMBER RATE NOT UNREASONABLE 
The Commission has dismissed No. 14293, Edward Hines 
Lumber Co. vs. Director-General, opinion No. 9095, 87 I. C. C. 
17-18, on a finding that the rate charged on 38 carloads of lum- 
ber shipped in September, October and November, 1919, from 
Fairbanks to Winton, Minn., for dressing and reshipment to 
various points in the United States was not unreasonable. 


IRON PIPE COMBINATION RATES 
Reparation has been awarded in No. 12845, Harry A. Pitts 
vs. Texas & Pacific et al., opinion No. 9047, 85 I. C. C. 635-6, on 
a finding that a combination rate of 127.5 cents from Shreveport, 
La., to Helena, Miss., was unreasonable to the extent that the 
components from Shreveport to Pascagoula, Miss., exceeded 55.5 
cents. No appearance was entered for the defendants. 


REPARATION ON GAS OIL 


A finding of unreasonableness and award of reparation have. 


been made in No. 13888, Omaha Blaugas Co. et al. vs. Atchison, 
Topeka & Santa Fe et al., opinion No. 9081, 85 I. C. C. 737-9, 
as to rates on gas oil from Kansas City and from points in the 
Kansas and Oklahoma fields to Omaha, between June 1, 1920, and 
September 1, 1921. The Commission found the rates unreason- 
able prior to August 26, 1920, to the extent they exceeded rates 5 
cents less than those contemporaneously maintained on refined 
oils, and unreasonable after that date in accordance with the 
inflation then authorized. 


DEMURRAGE CHARGES APPLICABLE 


The Commission has dismissed No. 14716, P. Koenig Coal 
Company vs. Grand Trunk Western et al., opinion No. 9101, 87 
I. C. C. 33-5, on a finding that demurrage charges at Detroit on 
cars constructively placed in May, June and August, 1922, were 
applicable and not unreasonable. The complaint was that they 
were illegal, unreasonable, unjustly discriminatory and unduly 
prejudicial. Reparation and a ruling on the construction to be 
placed on the applicable demurrage rule in order that it might 
be applied to demurrage charges assessed in 1922 were re 
quested. The Commission said no testimony was offered as to 
the alleged unjust discrimination and undue prejudice. It said 
the defendant with its day-and-night service was able and willing 
to deliver additional cars but, in compliance with instructions, 
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merely delivered the cars requested. The complaint, the report 
said, contended that constructive placement demurrage should 
not have been assessed because its yard was not filled to ca- 
pacity. The defendant contended that the physical capacity of 
the complainant’s yard was not the determining factor but rather 
complainant’s ability to unload. The Commission cited Union 
Bag & Paper Corp. vs. Director General, 69 I. C. C. 711, which, 
it said, involved a somewhat similar issue, in support of its find- 
ings. 





DEMURRAGE CHARGES UPHELD 2 


The Commission has dismissed No. 14522, Walford Forward- 
ing Corporation vs. Pennsylvania, opinion No. 9104, 87 I. C. C. 
43-5, finding that demurrage and storage charges at Philadelphia 
and the transportation charges from Philadelphia to New York 
applied on two carloads of steel tanks, knocked down, were not 
unreasonable or otherwise in violation of the interstate com- 
merce act. The shipments were made between June 8 and July 
14,1920. They had to be moved from Philadelphia to New York 
on account of inability, due to the strike of the longshoremen, 
to get the plates and other material aboard ship at Philadelphia. 


JURISDICTIONAL CASE 


The Commission has dismissed No. 12373, Kneeland-Bigelow 
Company et al. vs. Director-General and Michigan Central; No- 
13111, Kneeland-Bigelow Company et al. vs. Michigan Central, 
and No. 13903, Bay City Transportation Association et al. vs. 
Director-General and Michigan Central, opinion No, 9057, 85 
IC. C. 659-64. In a report, written by Commissioner Esch, it 
found rates on saw logs between points in Michigan on the 
Mackinaw division of the Michigan Central, including Bay City 
and Saginaw, when dependent for their applicability upon the 
volume of the outbound movement from the products manufac- 
tured from such logs via the Michigan Central, but restricted 
by tariff provision to Michigan intrastate traffic only, were not 
subject to the Commission’s jurisdiction since the end of federal 
control. The Commission held the rates in the period of federal 
control were not unreasonable. 


REPARATION ON OATS 

A finding of unreasonableness and an award of reparation 
have been made in No. 13597, Pacific Grain Company vs. Di- 
rector-General, Northern Pacific et al., opinion 9109, 87 I. C. C. 
58-60, as to rates and charges on oats from South Dakota and 
Minnesota points via Minneapolis under transit rules to Tomp- 
kins and Washtucna, Wash., and Oregon City, Ore. The ship- 
ments were made in September, 1918. Following its decision 
in Northern Grain & Warehouse Company vs. Director-General, 
57 1. C. C. 629, wherein it awarded reparation on shipments of 
oats from group F points to Washington and Oregon destina- 
tions, the Commission found the rates imposed unreasonable 
to the extent they exceeded the subsequently established rate 
of 61 cents. 


FAILURE OF PROOF 

A finding of unreasonableness, denial of reparation and dis- 
missal of the complaint have been made and ordered in No. 
13874, J. S. Hoskins Lumber Company vs. Director-General, 
Pennsylvania Railroad et al., opinion No. 9082, 85 I. C. C. 740-2. 
The Commission found unreasonable the applicable rate on 
treenail wood, in carloads, from Hummel, Saxton and Entriken, 
Pa, to Mill Creek, Pa., in the period of federal control, but 
denied reparation because the complainant’s witness had no 
personal knowledge as to paying and bearing of the charges 
on the shipments. The Commission said his information was 
obtained by correspondence with the complainant and that the 
defendants objected to the introduction of an affidavit from 
the complainant’s treasurer to the effect that complainant paid 
and bore the charges. No other evidence of payment was 
offered, the Commission said, and therefore reparation had to 
be denied. 

The Commission found the rate of 17 cents unreasonable 
to the extent it exceeded 11.5 cents, which was the rate ap- 
Dlicable over another route. The Commission said that in the 
Period of movement both lines, that is, the one carrying the 
1L§-cent rate and the one over which the shipments were made, 
Were under federal control and operated as a unified system. 


BEEF HAM REPARATION 


The Commission, in a report on No. 13426, Guggenheim Bros. 

Ys. Director-General et al., opinion No. 9078, 85 I. C. C. 725-7, 
found a third class rating and rate imposed on beef hams, salted 
in barrels, in carloads, from Chicago to Philadelphia and Allen- 
town, Pa., imposed on 87 carloads shipped between May 9, 1919, 
and January 30, 1920, unreasonable to the extent it exceeded 
‘5 cents, the applicable fourth class rate on pork hams. The 
Tector-General contended that rating this article fourth class 
represented a concession; that the third class rating was and 
8 reasonable; and that the situation shoula have been cor- 
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rected by rating hog hams third class rather than by according 
the-fourth class rating to beef hams. 


AWARD ON SAND 

A finding of unreasonableness and an award of reparation 
have been made in No. 14057, General Chemical Co. vs, Director- 
General, opinion No. 9067, 85 I. C. C. 693-4, as to rate and charges 
on 52 carloads of sand shipped between July 8, 1918, and Feb- 
ruary 27, 1920, from South Vineland to Dundee, N. J. A rate 
of 12.5 cents was applied. The Commission held it unreasonable 
to the extent it exceeded 10.5 cents, which the complainant 
contended would have been the reasonable rate to have applied. 


BLACKSTRAP REPARATION 


A finding of unreasonableness and award of reparation have 
been made in No. 13870, Arcady Farms Milling Co. vs. Nashville, 
Chattanooga & St. Louis et al., opinion No. 9113, 87 1. C. C. 
67-9, as to a rate on imported blackstrap molasses, from Key 
West to Memphis, applied on five carloads in February and 
March, 1916. The Commission held a combination commodity 


rate of 35.5 cents unreasonable to the extent it exceeded 30.5 
cents. 


REPARATION ON CLOVER SEED 

A finding of unreasonableness and an award of reparation 
have been made in No. 13872, Charles. H. Lilly Company vs. 
Oregon Short Line and Oregon-Washington Navigation Company, 
opinion No. 9051, 85 I. C. C. 644-6, as to the rate and charges 
on one carload of alsike clover seed from Buhl, Ida., to Seattle, 
Wash., shipped in November, 1917. The Commission said the 
rate was unreasonable to the extent it exceeded 81 cents per 
100 pounds. 

In connection with this case, the Commission ruled that 
the provision of the transportation act of 1920 under which 
cause of action accrued upon delivery or tender of delivery 


was applicable to a shipment barred prior to the enactment of 
the law. 


DEMURRAGE CHARGES ILLEGAL 
The Commission, in a report on No. 13589, Gadsden Lumber 
Company vs. Apalachicola Northern, Director-General et al., 
opinion No. 9045, 85 I. C. C. 626-8, has found that demurrage and 
reconsignment charges imposed on a carload of lumber from 
Juniper, Fla., to Savannah, Ga., shipped in September, 1918, 
were illegally collected and awarded reparation. 


PINE LUMBER OVERCHARGE 


Reparation on account of an overcharge has been awarded 
in No. 14024, Allegheny Lumber Company vs. Pittsburgh, Sha- 
mut & Northern et al., opinion No, 9050, 85 I. C. C. 643, on a 
shipment of pine lumber from Deer Park, Wash., to Shingle- 
house, Pa., made in October, 1920. A rate of $1.08 was im- 
posed. The Commission found the rate should have been $1.05. 
No appearance was made for the defendants, the report said. 


DISMISSES COAL COMPLAINTS 
On a finding that the rate on coal from Southern Railway 
Group No. 4 mines in Alabama to Pensacola, Fla., and the fail- 
ure of defendants to establish additional route from Group No. 
4 mines to Pensacola were not unreasonable or unduly preju- 
dicial, the Commission has dismissed the complaints in No. 
14222, Corona Coal Company vs. Southern et al., opinion No. 


9132, 87 I. C. C., 126-9. The report also embraces No. 14213, 
Same vs. Same et al. 


REPARATION ON OIL 


A finding of unreasonableness and an award of reparation 
have been made in No. 12566, Magnolia Petroleum Company vs. 
Director-General, Oklahoma, New Mexico & Pacific et al., opinion 
No. 9073, 85 I. C. C., 712-5, as to rates and charges on petroleum 
products from Chaison and Corsicana, Tex., to Healdton, Ring- 
ling and Wilson, Okla., at varying dates as to the different 
points of destination, between February 16, 1917, and July 22, 
1921. The Commission found the rates unreasonable to the ex- 
tent they exceeded the corresponding rates to Ardmore, Okla., 
by more than two cents prior to August 26, 1920, and 2.5 cents 
after that date and awarded reparation to that basis. The re- 
port also covers a sub-number, Same vs. Director-General, Ori- 
ent, et al. 





ILLEGAL RATES IMPOSED 


The Commission, in a report on No. 13498, North American 
Oil & Refining Corporation vs. Director-General, Kansas City, 
Mexico & Orient, et al., opinion No. 9069, 85 I. C. C., 697-701, 
found the rates on crude oil shipments between January and 
July, 1920, illegal and awarded reparation. The rates were 23.5 
cents from Burkburnett and Wichita Falls, Tex., to Sheffield, 
Mo. The complainant contended they were illegal, unreasonable 
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and unjustly discriminatory to the extent they exceeded 20.5 
cents and the Commission so held. The report also covers two 
sub-numbers, Same vs. Same and Same vs. Kansas City, Mex- 
ico & Orient. The Director-General and the Missouri, Kansas 
& Texas claimed the lower rate applied over only the Santa Fe, 
Frisco and the Kansas City Southern. The Director-General, in 
some cases, disregarded routing instructions. The Commission 
said that when there was doubt as to the application of rates a 
reasonable construction was to be preferred and the tariffi must 
be construed strictly against the makers thereof. 





POULTRY RATING CASE 


The Commission has dismissed No. 13379, Southern Poultry 
and Egg Shippers’ Association et al. vs. Alabama & Mississippi 
et al., opinion No. 9074, 87 I. C. C. 11-16, on a finding that the 
third-class rating on live poultry, in carloads, minimum 18,000 
pounds, in Southern Classification territory, is not unreasonable, 
unjustly discriminatory or unduly prejudicial. The rating was 
alleged to be unreasonable in comparison with that on dressed 
poultry. The latter for many years, the Commission said, had 
been rated fourth class. The Commission, antecedent to its 
finding, discussed the findings made in several other cases on 
the same subject or on subjects throwing light on it and came 
to the conclusion that third class was not obnoxious to the law. 





STRAWBERRY RATE CASE 


An order of dismissal has been made in No. 13995, William 
F. Helm and Edward Helm vs. Kansas City Southern, opinion 
No. 9135, 87 I. C. C. 135-6, holding that the contention that a 
commodity rate in excess of a class rate, charged on a shipment 
of strawberries, within six months after the end of federal con- 
trol, was unreasonable and unlawful solely because General 
Order No. 28 (which the complainant contended was applicable 
to this shipment by virtue of section 208 (a) of the transporta- 
tion act) prohibited such an adjustment, had not been sustained. 

General Order No. 28, as a general rule, said that commodity 
rates should not exceed the class rates. By a freight rate 
authority that rule was changed in so far as strawberries from 
Neosho, Mo., to Kansas City, were concerned. The Commission 
said the freight rate authority was sufficient to modify the gen- 
eral order. Moreover, it said the rate would not be unlawful or 
inoperative merely because it was higher than a class rate, as 
had been decided in a number of reported cases. 

Commissioner Campbell dissented, saying the fact that there 
was a commodity rate higher than a class rate seemed to him 
sufficient proof that it was prima facie unreasonable, and only 
to be sustained on a showing that it was not unreasonable or 
that the class rate was unduly low, which, he said, had not been 
done in this case, 


DEMURRAGE ON APPROPRIATED CAR 


In a report on No. 14322, Gammill Lumber Company vs. Ala- 
bama & Vicksburg et al., opinion No. 9103, 87 I. C. C. 41-2, the 
Commission found that demurrage charges applied on a flat car 
appropriated by the complainant for intra-plant service between 
September 17 and December 17, 1920, were applicable, and 
that the demurrage rates were not unreasonable. ‘The com- 
plaint, filed to prevent the collection of demurrage amounting 
to $456.29, which includes the war tax, has been dismissed. 

According to the report of the Commission the car in ques- 
tion was made empty at the plant of the complainant on Septem- 
ber 16 and set on the interchange track. Some time the next 
day the complainant, which had power of its own, took the car 
back into its plant and used it for the period mentioned, when 
it was returned empty to the defendant, Alabama & Vicksburg. 

The Commission found the car subject to the provisions of 
rule 6 of the demurrage tariff dealing with charges to be made 
on empty cars appropriated without being ordered. It said the 
rules clearly contemplated the situation presented in this case 
and that its findings were in harmony with American Smelting 
& Refining Co. vs. Lehigh Valley, 56 I. C. C. 195. 





RATE ON CAST-IRON PIPE 


A direction for refund of overcharge and an order dismissing 
the complaint have been made by the Commission in No. 13389, 
Lynchburg Foundry Company vs. Norfolk & Western et al., opin- 
ion No. 9119, 87 I. C. C. 90-2, on a finding that the rate applicable 
on cast-iron pipe, in carloads, from East Radford, Va., to Great 
Falls, Mont., was not unreasonable or otherwise unlawful. 
Charges were collected at a joint commodity rate of 88 cents. 
The Commission found that at the time of movement there was 
in effect a combination rate equivalent to 86.3 cents and that the 
shipments were overcharged $101.43, which amount, it said, 
should be promptly refunded. Commissioner Campbell, dis- 


senting, said he believed the applicable rate of 86.3 cents was 
unreasonable. 


PIG IRON RATE REASONABLE 


The Commission has dismissed the complaint in No. 14604, 
Elevator Supplies Company, Inc., vs. Director-General, as agent, 
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Southern, et al., opinion No. 9124, 87 I. C. C., 102-4, on a finding 
that.a combination rate of $8.30 charged on six carloads of pig 
iron from Birmingham, Ala., to Weehawken, N. Pi in the period 
between December 7 1918, and June 23, 1919, both inclusive, was 
not unreasonable, and that no damage was shown to have re- 
sulted from any unjust discrimination or undue prejudice that 
may have existed. The complainant alleged that the rate was 
unreasonable, discriminatory and prejudicial to the extent that 
it exceeded the contemporaneous joint rate of $7.40 on pig iron 
from Birnfingham to Hoboken, N. J. 





REPARATION ON MINE PROPS 


An order of reparation has been entered by the Commission 
in a report on No, 14094, Lafayette Lumber Company vs. Director- 
General, as agent, Erie, et al., opinion No. 9052, 85 I. C. C., 647-8, 
on a finding that one carload of mine props from: Meadville, Pa., 
to Short Creek, W. Va., was overcharged. It found that the sixth 
class rate of 14.5 cents was applicable, whereas charges were 
collected at the fifth class rate of 18 cents, based on a weight 
of 82,240 pounds. 


NO MISROUTING OF POTATOES 


The Commission has dismissed the complaint in No. 14112, 
BE. E. Howe et al. vs. Chicago & North Western et al., opinion 
No. 9089, 85 I.-C. C., 760-62, on a finding that shipments of pota- 
toes from Port Wing, Wis., to Minneapolis, Minn., and subse- 
quently reconsigned to St. Louis and Chicago, were not mis- 
routed, and that overcharges, if any, be refunded. The Com- 
mission said the complaint arose because of alleged failure of 
defendants to route the cars from Duluth to Minneapolis over 
the Northern Pacific pursuant to alleged routing instructions. It 
said the testimony regarding the giving of oral routing instruc- 
tions was in hopeless conflict; that the best evidence ws the 
original bill of lading itself and that it did not contain any 
routing. It said the burden of proving misrouting was on the 
complainants and that they had not done so. 


DEMURRAGE CHARGES APPLICABLE 


On a finding that demurrage charges which became effective’ 
after shipments moved from points of origin were applicable 
and not unlawful, the Commission has dismissed the complaint 
in No. 14220, Getz Brothers & Company vs Director-General, as 
agent, opinion No. 9059, 85 L C. C., 673-4. The complainant al- 
leged that demurrage charges assessed on and after January 7, 
1918, at San Francisco, on 21 carloads of merchandise moved 
through that port to trans-Pacific destinations were unlawful be- 
cause the conditions under which the demurrage was applied 
were not stipulated when the cars moved forward from points of 
origin. In support of its finding the Commission cited United 
Shoe Machinery Corp. vs. Director-General, 55 I. C. C., 253, and 
British Shoe Machinery Co. vs. Director-General, 66 I. C. C,, 661, 
wherein it was held that demurrage was controlled by the tariffs 
in effect contemporaneously with the accrual of the service. 


MULTIPLE TANK-CAR CASE 


In a report written by Commissioner McManamy on No. 
13895, Mathieson Alkali Works, Inc., et al. vs. B. & O. et al. 
opinion No. 9079, 85 I. C. C. 728-34, the Commission has held 
that specially constructed multiple-unit tank cars consisting of 
underframes designed only for the carriage of tanks or cylin- 
ders which form the superstructure and are integral parts of 
the car used in the transportation of liquefied chlorine gas, are 
tank cars as described in the tariff and classification items 
applicable on liquefied chlorine gas in tank cars. , 

Having so held, the Commission further found that ship- 
ments of liquefied chlorine gas in such tank cars from Niagara 
Falls to various points had been overcharged and awarded 
reparation in the amounts representing the difference betwee 
the rates applicable had the gas been carried in ordinary tank 
cars and those which were applied to the chlorine gas carried 
in the multiple-unit tank cars. 

A further finding was that the failure of the defendants 
to make allowance for these multiple-unit tank cars in accord- 
ance with the tariff provision was illegal. 

These findings, made by the members of division No. |, 
Commissioners Esch, Lewis and McManamy, differ from the 
conclusions recommended by the examiner. Mr. McManany, 
in his report, said that two principal issues were presented 
by the complaint. Putting the issues into the form of ques 
tions, he said the first was, “Is complainant’s car with the metal 
cylinders attached a tank car and, as such, entitled to the bel- 
efit of tariff provisions governing the movement of tank cars? 
The second, he said, was, “Is it unduly prejudicial for defend- 
ants to charge complainant for the transportation of the tanks 
on its multiple-unit car whether loaded or empty and to deny 
the regular tank car mileage allowance on the multiple-unit 
cars, while according such privileges. to the users of class v 
tank cars?” 

When the multiple-unit type car came first into use, some 
of the railroads regarded it as a tank car entitled to all the 
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allowances and privileges accorded to the single-cylinder class 
vy type. Later they came to the conclusion that it was not 
entitled to be called a tank car. 

The railroads, according to the Commission, insisted -that 
the recognition of the multiple-unit tank as a tank car, allowing 
charges on the net weight of the commodity, would create a 
preference to the disadvantage of other shipments in cylinders 
or drums requiring special racking and fittings loaded on open 
cars or in box cars and that such recognition would result in 
a demand that commodities in steel drums be charged for at 
the net weight, followed by a further demand that shipments 
jn steel barrels be accorded similar treatment. Answering that 
contention, the Commission said the specially constructed mul- 
tiple-unit cars of complainant contained an underframe designed 
only for the carriage of one-ton tanks or cylinders, which formed 
the superstructure and were integra] parts of the car used for 
the transportation of the commodity in question. Such cars, 
it said, were clearly distinguishable from flat cars or gondolas 
on which were placed racks or fittings to hold cylinders or 
drums in place. The latter, it said, were essentially flat or 
gondola cars, as the case might be, furnished by the carrier 
and when unloaded might be assigned to other purposes. 


RATES ON WOODEN PATTERNS 


An award of reparation and prescription of reasonable rates 
for the future have been made by the Commission in a report 
on No. 13993, American Manganese Steel Company vs. Atchison, 
Topeka & Santa Fe et al., opinion No. 9115, 87 I. C. C. 78-80, 
on a finding that rates on wooden patterns, in less-than-carload 
quantities, from Chicago Heights, Ill., to Oakland, Calif., since 
June 28, 1920, were unreasonable. Charges were collected at 
the applicable rates of $6.375 prior to August 26, 1920, $8.50 
from that date to June 30, 1922, and $7.65 thereafter, which 
were one and one-half times the first class rates, governed by 
the Western Classification. The complainant sought reparation 
to the basis of the first class rates of $4.25 prior to August 
26, 1920, and $5.665 between that date and June 30, 1922. On 
July 1, 1922, the first class rate was reduced to $5.10, which 
ig the rate asked for the future. The complainant did not 
attack the rating on wooden patterns, but sought a commodity 
rate from Chicago Heights to Oakland. 

“The volume of the movement, the low grade of the com- 
modity, its slight susceptibility to damage, and the fact that 
it can be transported in any kind of equipment warrant the 
establishment of a rate on the traffic from Chicago Heights to 
Oakland lower than that applicable under the rating of one and 
one-half times first class,” the Commission said. 

The Commission found that “the rates on less-than-carload 
shipments of wooden patterns from Chicago Heights to Oakland 
since June 28, 1920, have been, are, and for the future will 
be, unreasonable to the extent that they exceeded, exceed or 
may exceed the first class rates, governed by the Western Clas- 
sification.” . 


RATES ON COTTON LINTERS 


Rates charged on cotton linters, in carloads, from Dunn and 
Pine Level, N. C., to Philadelphia, Pa., Long Island City, N. Y., 
and Boston, Mass., have been found not unreasonable or unduly 
prejudicial in 2 report by the Commission on No. 13631, Royall 
& Borden Manufacturing Company vs. Atlantic Coast Line et al., 
opinion No. 9074, 85 I. C. C., 715-18. The report also embraced 
No. 13632, Same vs. Same et al., and No. 13633, Same vs. Same 
etal. The complaints were dismissed. Eight carload shipments 
which moved between July 23 and November 3, 1921, were in- 
volved. Charges were based on any-quantity commodity rates of 
$1.24, $1.18 and $1.14 on the shipments to Boston, Long Island 
City, and Philadelphia, respectively. The Commission said the 
rate applicable on the shipment to Long Island City was $1.235 
and that the shipment was. undercharged. The complainant 
sought reparation to the basis of 68.5 cents on the shipments 
from Dunn to Boston, Long Island City and Philadelphia and 
62 cents on those from Pine Level to Philadelphia. These rates 
were said to represent sixth class rates in effect June 24, 1918, 
plus an increase of 25 per cent under G. O. No. 28 and the gen- 
eral increase of August 26, 1920. 

Prior to June 25, 1918, sixth class rates applied on cotton 
linters from and to the points involved, the report said, and on 
that date following G. O. 28 the carriers canceled the sixth class 
tating, substituting therefor “cotton rates.” Effective January 1, 
1922, the carriers restored the sixth class rating on cotton lin- 
ters in the southern classification, the report said. Continuing, 
the Commission said: 


Complainant contends that the provision in General Order No. 28 
for establishing cotton rates on linters applied only where com- 
Modity rates were in effect on the latter and that the order did not 
authorize the canceling of the sixth-class rating. Defendants in- 
Sist that the cancellation of the rating on cotton linters was re- 
quired under the order. We have uniformly held that failure to 
adhere strictly to the terms of an order of the director-general does 
hot invalidate the published rate. The controlling question is whether 
the published rates were unreasonable or otherwise unlawful. 
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Complainant urges that as linters are strictly a by-product of the 
cottonseed-oil mills and are of a much lower value ahd can not be 
put to the same uses as cotton, it was unreasonable to apply cotton 
rates on the former. It points out that the demand for linters dur- 
ing the war for use in the manufacture of explosives greatly in- 
creased the value of the commodity, but that they were of a very 
low value when the shipments moved. The average market price of 
cotton linters at Philadelphia during 1921 was 1.25 cents per pound 
and of cotton 14 cents per pound. The price of the latter does not 
in any way affect the value of the linters. A 

During this period a rate of 73.5 cents applied on cotton waste 
from Goldsboro, N. C., near Pine Level, to Philadelphia. Com- 
plainant states that this commodity is a by-product of cotton; that 
it is used for practically the same purposes as cotton linters and that 
it is shipped in bales the same as cotton and cotton linters. It fur- 
ther states that the value of cotton waste is 50 per cent above that 
of cotton linters. Complainant also stresses the high percentage in- 
crease made in the rates on linters as compared with increases on 
other commodities. 


i Defendants maintain that from a transportation standpoint there 
is no reason for applying on cotton linters rates lower than those 
in effect on cotton. They assert that the carriers had the question 
of applying cotton rates on linters under consideration for several 
years prior to June 25, 1918. In Louisiana Cotton, 46 I. C. G., 451, 
decided July 11, 1917, we said: , 

Linters are cotton, they are baled and compressed in the same 
manner as cotton; both weigh about the same per bale and are 
handled under the same conditions, except as to the amount of the 
insurance risk. Rates on linters the same as those on cotton have 
been approved by us in other territories and we find that this ad- 
justment is reasonable and proper. 


GROUP RATES DENIED 


The Commission has dismissed No. 13825, Hartland Railroad 
Company vs. Baltimore & Ohio et al., opinion No. 9102, 87 I. C. C. 
36-40, on a finding that none of the Baltimore & Ohio’s rules, 
practices and regulations against which complaint was made 
is in violation of the interstate commerce act. The allegations 
went only to the rules, practices and regulations pertaining to 
coal. They were that the practices, rules and regulations of 
the Baltimore & Ohio and its connections were unreasonable 
and unduly prejudicial in that coal moving from its line to 
interstate destinations was denied the main-line or district 
rates, while such rates were accorded to coal from mines on 
the defendant’s lines and from mines on certain other small 
roads connecting with the Baltimore & Ohio. The object was 
to obtain the group or district rates. 

Intervention was filed by the Hartland Colliery Company 
and the Middle Creek Coal Company. The Commission, how- 
ever, treated the case as one involving only one interest, that 
of the complainant, owner and operator of a line 4.5 miles long 
south from Hartland, its junction with the Baltimore & Ohio. 
It said the complainant was not a shipper of coal and that he 
shipper appeared as a witness. It called attention to the inter- 
vention of the Middle Creek Coal Company as having been 
made by petition filed by an official of the Hartland Colliery 
Company, denominated by the Commission the holding company 
because it owned the land which was first transferred to the 
intervener on lease and then by deed. 

After considering testimony as to rates and earnings and 
operating conditions of and on the Baltimore & Ohio, the Com- 
mission said that before proceeding further it was necessary 
to consider other phases of the subject presented by the evi- 
dence. It said that the Hartland Colliery Company formerly 
owned 13,000 acres of land. in the country around the short 
line; that it leased the land to eight or nine mine operators, 
including the Middle Creek Coal Company, in blocks of 500 
or 800 acres. The leases, the report said, provided for the 
payment of royalties to the holding company, and that that 
company agreed to haul the coal, without remuneration, to the 
junction of the short line and the Baltimore & Ohio. Seven 
of the operators, the Commission said, converted their leases 
into purchases, the sales being subject to a like guaranty of 
free transportation to the junction, although the language was 
that the operators “would not be called upon to pay freight 
rates on coal in excess of the main-line freight rates.” 

“The holding company now finds that this duty has become 
burdensome and the object of this proceeding is in reality to 
secure relief to that company from these obligations,” said the 
Commission. “It appears that the officers of complainant and 
of the holding company are substantially the same; that com- 
Plainant is owned by the holding company, and that complain- 
ant’s railroad was constructed to carry out the terms of the 
leasehold agreement.” 

The Commission said the complainant had two locomotives, 
one combination passenger coach and one freight car. It said 
some lumber moved off its line, that a considerable quantity 
of merchandise was handled, but that whether that traffic was 
interstate or not, was not disclosed. The road, the Commission 
said, issued no bills of lading for any of its traffic and that 
it carded its coal, loaded in equipment furnished by the Balti-_ 
more & Ohio, which weighed them at its first weighing sta- 
tions, Charleston for westbound, and Keyser, W. Va., in the 
reverse direction. Some of the cards, the Commission said, 
indicated that the coal was destined to interstate points. It 
said the railroad company was incorporated as a common car- 
rier by West Virginia about 1920; that it filed a notice “purport- 
ing to be a tariff” setting forth rates on merchandise and speci- 
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fied commodities between Hartland and points on its line, but 
that the notice expressly provided that none of the rates would 
apply on coal. It said the complainant considered it should 
have a division of twenty cents on coal. The report called 
attention to the fact that the per car rates published by the 
short line on lumber figured out 3.4 cents and 1.6 cents per 
100 pounds on other traffic, on a 50,000-pound minimum. The 
Commission said the short line had made no reports or filed 
any tariffs with it. In conclusion the Commission said: 


Summarizing certain of the foregoing and other facts of record, 
it appears that complainant’s schedule of rates was filed with the 
Public Service Commission of West Virginia after the filing of 
this complaint and apparently with the object of fortifying its 
position in this proceeding; that while seeking an order authorizing 
the establishment of joint interstate rates, complainant has at no 
time undertaken to comply with the Federal regulatory statutes, 
and, if it be a common carrier engaged in interstate transportation, 
is violating those statutes; that the holding company _ operates no 
mines; that no shipper has appeared as a witness, the Middle Creek 
Coal Company being a party to this proceeding only through a pe- 
tition presented by an official of the holding company; that with 
a view of obtaining relief from its contractual obligations, the 
holding company is the party here primarily interested; that a 
finding that the complainant is a common carrier would necessarily 
invalidate such contractual agreements for free transportation; and 
that such a finding with the approval of an arbitrary over the dis- 
trict rate would result in additional charges to the shippers regard- 
less of the contracts. 

Upon the facts presented in a number of cases we have required 
the extension of the group rates on coal from points on small roads 
in the general district, but we have also found that under the law 
the establishment of joint rates depends upon a showing that they 
are necessary or desirable in the public interest. In the present pro- 
ceeding there is no showing that the rates asked are necessary or de- 
sirable in the public interest, and as complainant has not estab- 
lished that it is entitled to the relief it seeks, even if the record war- 
ranted a finding that it is a common carrier, no opinion need be 
here expressed as to its status in that respect. 

We find that the rules, practices, and regulations complained of 


are not in violation of the interstate commerce act. The complaint 
will be dismissed. 


CEMENT RATES NOT UNJUST 


No revision of cement rates, from Navarro, Pa., to points in 
northern New Jersey between Navarro and New Jersey tidewater 
points, and to the latter for local delivery, is deemed neces- 
sary by the Commission. It has dismissed No. 13891, Atlas Port- 
land Cement Company vs. Central Railroad Company of New 
Jersey et al., opinion No. 9043, 85 I. C. C. 611-16, on a finding that 
rates on Portland cement to and between the points mentioned 
are not unreasonable or otherwise unlawful. 

This report also embraces No. 13891 (Sub. No. 1), Same vs. 
Delaware, Lackawanna & Western Railroad Company et al.; No. 
13891 (Sub. No. 2), Same vs. Central Railroad Company of New 
Jersey et al.; No. 13891 (Sub. No. 3), Same vs. Same; No. 13891 
(Sub. No. 4), Same vs. Same, and No 13891 (Sub. No. 5), Same 


vs. Same. At the hearing complainant asked the dismissal of 
Sub. Nos. 2 and 5. 


The complaint assailed the rates as unreasonable and in 
violation of the long and short haul part of the fourth section. 
The vital question was as to the adjustment of rates for local 
delivery at the Jersey points and the rates for delivery in New 
York harbor points. To the tidewater terminals, since May 1, 
1922, a rate of 7 cents has applied on traffic intended for trans- 
shipment by water for coastwise or export. On that situation 
the Commission said: 


More than 20 years ago cement manufacturers began to lighter 
their shipments in New York Harbor either with their own equip- 
ment or under contract with independent lighterage companies. 
About the same time defendants established a difference of 3 cents 
to New York Harbor lighterage points over the rates to the tide- 
water terminals. The general increase effective August 26, 1920, 
made this difference 4 cents. Prior to June 7, 1922, the rate to 
New York Harbor lighterage points was 14 cents. Effective on that 
date the rate was reduced to 11 cents, making it the same as the 
rate to the tidewater terminals for local delivery. On July 1, 1922, 
it was further reduced to 10 cents. Those 11-cent and 10-cent rates 
were subject to the following note: 

“When New York Harbor lighterage service is performed by the 
shipper, consignee, or owner, or his agent, an allowance not exceeding 
3 cents per 100 lbs. will be made therefor.” 

Complainant contends that this allowance has the effect of trans- 
forming the 1ll-cent and 10-cent rates before and after July 1, 1922, 
respectively, into local rates to the New Jersey tidewater terminals 
of 8 and 7 cents, respectively. 

Complainant asks for the establishment of rates to New York 
Harbor lighterage points $1 per ton over the rates to tidewater 
terminals, At least 95 per cent of the cement from the Lehigh dis- 
trict is lightered by the cement manufacturers in their own equip- 
ment or in equipment of lighterage companies with whom they have 
contracts, on which an allowance of 3 cents per 100 pounds is made. 
Complainant concedes that the carriers’ revenue is greater when the 
shipper performs the lighterage service. 

Complainant contends that the allowance can not be authorized 
under paragraph (13) of section 15 of the act because the handling 
of the traffic by other than railroad lighters beyond the railroad ter- 
minals at the tidewater points is not subject to the tariffs and the 
jurisdiction of the interstate commerce act and of this commission 
ends when the cement is unloaded from the cars onto private lighters. 
It also contends that the assessment of rates to stations in New Jer- 
sey intermediate to the tidewater terminals and to those terminals 
for local delivery, higher than the rates to the terminals when for 
transshipment by water, and higher than the charges resulting after 
deducting the lighterage allowance from the New York Harbor 
rates, constitutes a departure from the long-and-short-haul provi- 
sion of the fourth section of the act. Contention is also made that 
a similar departure results from the allowance of 15 cents a ton 
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made for unloading lighters, barges, or cars on floats, which is not 
made when cars are delivered on tracks at the tidewater terminals or 
intermediate points, where unloading is done by the consignee. These 
contentions can not be sustained. 


In summing up and disposing of the case the Commission 
said: 


Defendants and interveners are opposed to the establishment of a 
distance scale. They urge, and lay great stress upon the contention, 
that complainant’s real purpose is to effect an increase in the rates 
from the Lehigh district to New York City and to the New Jersey 
terminals for yond in coastwise and export traffic in order that 
complainant’s mill at Hudson, N. Y., could, with its low water rates, 
— competitors in the Lehigh district from that large consuming 
erritory. 

Interveners question our jurisdiction to enter an order in connec- 
tion with the rtions of the fourth-section application assigned for 
hearing with these cases, on the ground that the initial carrier, the 
Northampton & Bath, is not a party to the proceeding. The pub- 
lishing agent who filed that application was notified of the proceed- 
ing and the hearing. The contention is without merit. 

Defendants represented at the hearing asked to withdraw the 
fourth-section application, stating that as no. departure from the 
provisions of the fourth section now exists there is no application to 
be heard. No evidence was offered in support of the application 
and no relief is sought. The application will therefore be denied. 

Witness for the Lackawanna points out that a departure from the 
long-and-short-haul provision of the fourth seetion exists inasmuch 
as its rate to Phillipsburg, N. J., is 7 cents and to Oxford Furnace, 
Bridgeville, Manunka Chunk, and Delaware, N. J., intermediate points 
the rate is 9 cents. Willingness was expressed to remove this de- 
parture, and it should be done forthwith. 

We find that the rates assailed were not and are not unreasonable 
or otherwise unlawful, except that the rate to Phillipsburg over the 
Lackawanna is unlawful under the fourth section of the act. The 
complaints will be dismissed. 


Commissioner Campbell dissented, but did not set forth his 
reasons for inability to agree with his colleagues. 





NEW VOLUME OF FORMAL CASES 


The Commission has started on the eighty-seventh volume 
of its reports on cases. The jump in this instance, of reports 
on formal docket cases, is from 85 to 87, the intervening vol- 
ume being devoted to reports on finance docket cases. The 
reports are now running at the rate of three or four volumes 
per annum, due to the abolition of the old “unreported” system. 
That method of reporting what were supposed to be formal 
docket cases of a kind not involving any principle was aban- 
doned when it was found that a case placing a construction on 
a method of constructing rates by combination had been put 
out in an “unreported” opinion. Now all formal docket cases are 
disposed of by means of formal reports and opinions. In addi- 
tion, the Commission has dockets on finance applications and 
valuations, so that the number of volumes has increased greatly. 


SUSPENDED TARIFFS 


In I. and S No. 2022 the Commission has suspended, from 
January 28 until May 27, schedules as.published in Denver & 
Rio Grande Western I. C. C. No. 148. The suspended schedules 
propose to cancel reference to the rule for constructing com- 
bination rates in connection with the proportional rates on box 
shooks from Grand Junction, Colo., applicable on shipments 
from California, Idaho, Nevada, Oregon or Washington destined 
to certain stations in Colorado on the Denver & Rio Grande 
Western. 

In I. and S. No. 2023, the Commission has suspended, from 
January 31 until May 30, certain schedules as published in 
supplements Nos. 10 and 11 to Speiden’s I. C. C. No. 645. The 
suspended schedules propose to readjust the rates on forest 
products from points on the New Orleans & Northeastern Rail- 
road and other points in lower Mississippi Valley territory to 
various destinations in Central Freight Association and Western 
Trunk Line territories. The proposed changes would result in 
both increases and reductions. The following, ‘applicable on 
pine lumber, is illustrative: 

From New Orleans, La. 
Present 


To 
Kansas City, Mo. (via A. T. & S. F. Ry.)...... 


Proposed 
5 iy 
Newton, Kans. (via A. T. & S. F. Ry.)...... 42% 


PETITIONS FOR REHEARING, ETC. 


The defendants in No. 13313, the Michigan Traffic League 
vs. Ann Arbor R. R. et al., have asked the Commission to grant 
reargument therein. 

The complainant in No. 12130, Standard Oil Co. (Kentucky) 
vs. Director-General, B. & O. R. R. et al., has asked the Com- 
mission for a rehearing so that the question of reparation may 
be determined. 

The complainant in No. 11606, John E. Murray vs. Director- 
General, has asked that a* rehearing be granted in order to 
establish the amount of reparation due. 


FOURTH SECTION CONFERENCES 


In response to a request from shippers, the fourth section 
committee of the southern carriers has decided to postpone the 
public conferences scheduled for-the week of February 3, a0- 
nounced in The Traffic World, December 29, page 1608, to the 
week of March 3, schedules to be announced later. 
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ALUMINUM ARTICLE RATINGS 


Attorney-Examiner F. C. Hillyer,-in a report on No. 14816, 
Aluminum Goods Manufacturing Company et al. vs. Alabama & 
Vicksburg, et al., a complaint by the five principal manufac- 
turers of light or household kitchen aluminum ware in the United 
States, said the Commission should find the existing less than 
earload ratings in Western Classification on aluminum ware, 
N. 0. I. B. N., not decorated, are and for the future will be un- 
reasonable to the extent that the rating on such articles when 
not nested exceeds or may exceed first class and to the extent 
that the ratings on such articles when nested, exceed or may 
exceed, second class. Hillyer said that that conclusion would 
result in uniform ratings in the three classification territories. 

A further finding, Hillyer said, should be that the existing 
ninimum of 20,000 pounds in connection with the carload rat- 
ing Of third class on aluminum articles, N. O. I. B. N., not 
decorated, nested or not nested, is, with respect to heavy or 
hotel aluminum ware, just and reasonable and that the carriers 
should be permitted to increase the rating on such articles in 
Southern Classification territory from fourth to third class, thus 
making it uniform, and that defendants should be required to 
publish such carload rating and minimum of 20,000 pounds sub- 
ject to rule 34 for the future. 

Hillyer says the Commission should further find the existing 
ninimum of 20,000 pounds in connection with the carload rat- 
ing in the Official and Western of third class on aluminum 
articles as before described is, with respect to light or house- 
hold aluminum ware, unjust and unreasonable to the extent it 
exceeds or may exceed 12,000 pounds, which, he says, the car- 
riers should be required to establish subject to rule 34 in con- 
nection with a uniform rating of second class in the three 
territories. 


SUGAR COMPLAINT DISMISSED 


Assistant Chief Examiner Charles F. Gerry and Examiner 
4A, S. Worthington have recommended the dismissal of No. 
13585, Public Service Commission of Indiana vs. Atchison, To- 
peka & Santa Fe et al., on a finding that rates on sugar, car- 
loads, from points in California, Colorado, Idaho, Kansas, Ne- 
braska and Utah to points in Indiana are not unreasonable or 
unduly prejudicial. They said that fourth section relief re 
quested in application No. 959 should be denied. 

In the leading complaint the Indiana commission alleged 
the rates were unjust, unreasonable, unjustly discriminatory 
and unduly prejudicial to Indiana points and unduly preferen- 
tial to Illinois points. While there was an allegation of un- 
reasonableness, the examiners said that at the hearing it was 
stated the real cause of the complaint was one of rate relation- 
ship or undue prejudice under section 3. 

The complainants contended there was no warrant in 
charging a different basis of rates on traffic to points in 
Illinois and Indiana. The examiners said that, even though 
transportation conditions within the two states were similar 
in character, the facts and history surrounding the factor of 
the rate from California indicated there was no warrant in 
extending that rate to Indiana. They pointed out that the 
rate of 85 cents from California to Chicago in effect at the 
time of the hearing departed from the long and short haul 
Provision of the fourth section in that the contemporaneous 
tate to the Missouri River was 96 cents. In the Sugar Rate 
Case 1922, 81 I. C. C., 448, the Commission ordered a removal 
of that departure, they said. It also permitted the carriers 
to establish a proportional rate of 48 cents from Colorado to 
the Mississippi River crossings, applicable to traffic destined 
east of the Indiana-Illinois state line. On January 5. 1924, they 
said, the fourth section departure was removed by the publica- 
tion of the rate of 84 cents from California points to a group 
«xtending from the Missouri River to points on but not east 
of the Indiana-Illinois line. They said that, while in certain 
Instances the establishment of proportional rates from Colo- 
tado would have the effect of reducing the rate to Indiana, it 
Would increase the spread as between the rates to Chicago and 
to Indiana. The relief to which the complainant insisted it 
Was entitled, the examiners said, was a rate to Indiana, a 
certain arbitrary over the Chicago rate, regardless of what the 
tate to Chicago might happen to be. 

The defendants operating in Central territory asserted that 
they had no control or voice over the making of the commodity 
tates applicable west of Chicago, which they also asserted were 
subhormal. As to the factors east of Chicago, the examiners 
said the record indicated that fifth class rates were generally 
applied on sugar in Central territory and that such rates were 
Prescribed by the Commission in the C. F. A. Class Scale Case, 
5 1. C. C, 254. The examiners said it was not contended that 
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sugar was improperly classified. They said if something less 
than the full fifth class rates were applied from the Indiana- 
Illinois line to interior points in. Indiana it would result in the 
application of a lower basis of rates on Indiana sugar traffic 
than on all other sugar traffic in the same general territory. 

The examiner said no direct testimony was offered in justi- 
fication for any departures from the fourth section that might 
exist as to western or origin lines. It followed, they said, 
that the application should be denied. 


PREJUDICE IN TRANSIT 

An order to remove undue prejudice has been recommended 
by Examiner Paul O. Carter in a report on No, 15111, Michigan 
Silo Company vs. Chicago & North Western et al. He said the 
defendants’ failure and refusal to permit a stop in transit on 
carload shipments of cement silo staves from Peoria, Ill., to 
Wisconsin destinations for the purpose of partial unloading re- 
sulted in undue prejudice to the complainant. The complaint 
alleged undue prejudice because the carriers accorded the privi- 
lege of one stop in transit on shipments of wooden silo staves 
to the same destination territory. 


GROUND LIMESTONE RATES 

Examiner Arthur R. Mackley has recommended the dismissal 
of No. 14041, Barker-Evans Paint Company (successors to Nel- 
son-Evans Paint Company) vs. Director-General, on a finding 
that rates charged on shipments of ground limestone, in sacks 
or barrels, from Omaha and Ralston, Neb., the latter nine miles 
from Omaha, to Chicago, Minneapolis, St. Louis, Toledo and 
Detroit, in the period of federal control, were not unreasonable 
or otherwise unlawful. He said the Commission should reiterate 
what it had said in many other cases. that the fact that lower 
rates were established subsequent to the movements of the 
shipments covered by the complaints did not estaBlish the un- 
reasonableness of the rates charged. The shipments in question 
were made between July 14, 1919, and September 2, 1920. The 
rates imposed were class E, Western Classification. The com- 
plainant desired retroactive application of commodity rates sub- 
sequently established. 


COCA-COLA SYRUP RATING 

In a tentative report on No, 14739, Coca-Cola Company vs. 
Baltimore & Ohio et al., Examiner Warren H. Wagner said the 
Commission should find that the rating of fourth class on coca- 
cola syrup, in bulk, in barrels or kegs, carloads, in Official Clas- 
sification territory had not been shown unreasonable. He said 
it should further find the rating of second class on that com- 
modity in such containers in less than carloads was unreason- 
able to the extent it exceeded rule 25. 


REPARATION ON APPLES 


In a report on further hearing on No. 11783, Traffic Bureau 
of Douglas Chamber of Commerce and Mines et al)vs. Director 
General, Arizona Eastern, et al., Examiner Harris Fleming said 
the Commission should find the rates on apples, from points in 
Idaho and Washington to Bisbee and Douglas, Ariz., prior to the 
original order and subsequent to Aug. 26, 1920, unreasonable 
and award reparation. The original report is in 73 I, C. C. 292. 
In that prior report the Commission said the record did not es- 
tablish that the rates in question were unreasonable prior to 
August 26, 1920, and contained no evidence of shipments moving 
subsequent to that date. Upon a record to cover the periods of 
time and transactions, the examiner said the Commission should 
make the finding and award before mentioned. 


SILICA SAND RATE 


Examiner Harris Fleming has recommended the dismissal of 
No. 14178, Liberty Glass Company vs. Missouri Pacific et al., on 
a finding that the rate applicable on silica sand from Guion, 
Ark., to Sapulpa, Okla., had not been shown to have been or to 
be unreasonable. : 


UNDUE PREJUDICE FINDING 


Attorney-Examiner Arthur R. Mackley in a report on No. 
14847, Pike’s Peak Co-operative Lettuce and Produce Growers’ 
Association vs. Midland Terminal et al., has recommended a 
finding that the charging of higher rates from Divide, Colo., than 
from the San Luis Valley points also in Colorado, to destinations 
in Texas, Oklahoma, Kansas and states east thereof, on potatdes 
and lettuce in straight carloads, subjected the complainant and 
its traffic to undue prejudice and disadvantage and gave to ship- 
pers from the San Luis Valley an undue preference of advantage 
from which the defendants should be required to cease and de- 
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sist. The complaint and a sub-number thereunder, Same vs. 
Same, alleged that the relationship between the defendant’s rates 
on potatoes and lettuce from Divide, Canon City, Villa Grove and 
Antonito, Colo., subjected Divide to undue prejudice and disad- 
vantage and gave to points in the San Luis Valley an undue 
preference and disadvantage. 


RATES ON LUMBER 


A revision of rates on lumber from Flinn, Va., to destina- 
tions in Central, Eastern Trunk Line and New England terri- 
tories has been recommended by Examiner P. F. Gault in a re- 
port on No. 14960, Freehold Lumber Company vs. Chesapeake 
& Ohio, et al. Flinn is a local station on the Warm Springs 
Valley Branch on the Chesapeake & Ohio extending from Cov- 
ington, Va., to Virginia Hot Springs, Va. The complainant con- 
tended the rates from Flinn were unreasonable and unduly 
prejudicial in comparison with the rates from the Potts Creek 
Branch and the Greenbrier Division to other branch lines in 
the same section. Gault said the Commission should find the 
rates were unreasonable to the extent those charged prior to 
October 12, 1922, exceeded the rates established on that date; 
and that the rates were, are and for the future will be, unrea- 
sonable to the extent that they may exceed those contemporan- 
eously applicable from Covington, the junction point of the 
branch with the main line, by more than 3.5 cents, and award 
reparation to that basis. 


REPARATION ON BARLEY 


A finding of unreasonableness and an award of reparation 
have been recommended by examiner J. Edgar Smith in a report 
on No, 15135, Milwaukee Grain Elevator Company vs. Director- 
General, as to a rate of 76 cents on barley from points in South 
Dakota to Canyon, Wash., and the charges assessed thereunder. 
The shipments were made in October, 1918. Smith said that, 
in Northern Grain and Warehouse Company vs. Director-Gen- 
eral, 57 I. C. C. 629, and in Van Dusen Harrington Co. vs. Direc- 
tor-General, 64 I, C. C. 461, the Commission found the 76 cent 
rate on coarse grains from Group F points to destinations in 
Washington unreasonable to the extent it exceeded 61 cents. 


He said the findings in those cases should be followed in this 
one. 


COMMISSION WITHOUT JURISDICTION 

Attorney-Examiner John McChord has recommended the dis- 
missal of No. 14903, Rosser & Fitch et al. vs. Atlantic Coast 
Line, et al., on a finding that the Commission is without juris- 
diction to prescribe rules and regulations governing the settle 
ment of loss and damage claims, or the measure of damages 
applicable thereto. The complainants are merchants and ship 
pers at Jacksonville, Fla. They alleged the defendants had 
failed and neglected to establish, observe and enforce just and 
reasonable regulations for the uniform settlement of loss and 
damage claims arising out of the handling, transportation and 
non-delivery of property. They alleged the railroads were guilty 
of practicing unreasonable and unjust regulations in claim de- 
partments in violation of section 1, paragraph 6, of the inter- 
state commerce act and that in the adjustment of such claims 
they practiced unjust discrimination in violation of section 2. 
McChord said that in H. S. Bush Company vs. N. Y. C., 45 I. C. 
C. 161, the Commission had said loss and damage claims were 
cognizable in the courts and the Commission was without juris- 
diction to promulgate a rule that might forestall the courts in 
the legal and orderly consideration of such claims when actions 
were instituted thereon, upon legal principles applicable to the 
facts presented in such actions before the courts. 


OCEAN-AND-RAIL RATES 


In a report on No. 14722, H. D. Lee Mercantile Company vs. 
Director-General, Boston & Maine et al., Examiner Myron Wit- 
ters has recommended a finding of unreasonableness as to 
ocean-and-rail rates on cotton piece goods in less than carload 
lots from New York and Boston rate points to Kansas City via 
Memphis to the extent they exceed the aggregate of interme- 
diates. He recommended rparation on a finding that the rates 
under assault were unjust and unreasonable to the extent they 
exceeded $1 prior to June 25, 19t8, and $1.25 on and after that 


date. The shipments in question moved between January 2 
and October 4, 1918. 


DEMURRAGE CHARGES CORRECT 


Examiner F, L. Sharp has recommended the dismissal of 
No. 14932, John A. McGarry & Co. vs. Wabash Railway, on a 
finding that demurrage charges collected on eight tank car- 
loads of asphalt at Lakeville, Ind., in November, 1921, were 
properly assessed and not unreasonable. In anticipation of a 
railroad strike October 31, 1921, the complainant, engaged in 
building a road at Lakeville, had the asphalt hurried to that 
point. They arrived before the unloading apparatus was in- 
stalled. Soon after it was placed in operation the approach 
to the team track of the carrier became almost impassable by 
reason of mud and there was delay in unloading them. All 
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but one of the cars arrived before the onset of bad weather, 
The examiner said no application for additional time on account 
of weather conditions was filed. He said the cars arrived be. 


.fore the coming of bad weather and that the delay was due to 


the fact that cars had been hurried to that point and the failure 
to have unloading equipment in place during good weather. 


HOGSHEAD STAVE RATES 


Attorney-Examiner John McChord has recommended the 
dismissal of No. 14535, Forbes Manufacturing Company, Incor- 
porated, vs. Yazoo & Mississippi Valley et al., on a finding that 
rates on hogshead staves and headings, carloads, from Helena, 
Ark., to various points in Kentucky are not unreasonable. The 
complaint was they had been unreasonable since October, 1921, 
The Commission was asked to award reparation and prescribe 
reasonable rates for the future. 


BALED STRAW RATES 

Examiner Charles W. Griffin, in a report on No. 14939, 
Indiana Board & Filler Company vs. Wabash et al., has recom- 
mended a finding that the rate applicable on baled straw from 
Ivesdale, Bement, Hammond and Cushman, IIl., to Marion, Ind, 
in the period between January 10 and March 6, 1922, was un- 
reasonable to the extent it exceeded the aggregate of the 
intermediates and that the complainant was entitled to repara- 


_ tion. 


CRATING CLOTH WINDING BOARDS 

Examiner J. Edgar Smith has advised the Commission to 
dismiss No. 15237, Gallaudet Aircraft Corporation vs. New York, 
New Haven & Hartford et al., on a finding that the requirement 
that cloth winding boards, wooden frame, be crated, was not 
unreasonable. The complainant asked for a change in the 
classification requirement so that the winding boards would 
not have to be crated. That change was made March 22, 1923, 
on an application filed August 15, 1922, on which a hearing 
was had October 17, 1922. The examiner said that whatever 
delay there was in the establishment of the rating on cloth 
winding boards was not the fault of the defendant and that 
other manufacturers of similar winding board were under the 
like obligations to box or crate the boards. The complaint 
asked for reparation in the amount of the cost of the crating. 


RATES ON OIL DISCUSSED 


The Trafic World New York Bureau 

Freight rate changes on and reclassification of essential oils 
and perfume materials were discussed at a hearing last week at 
the offices of the Consolidated Classification Committee in New 
York. The proposal of the carriers was that essential oils, 
natural and artificial, should be classified as to declared and 
released value. Three classes were proposed: first, covering all 
oils valued below 50 cents a pound; second, including all oils 
from 20 cents to $2.00 a pound; and, third, all oils from $2.00 to 
$5.00 a pound. Rates would be advanced materially under this 
plan. Under this classification any oils of higher value than 
$5.00 a pound would be refused by the carriers, whose liability 
would be limited to this figure. 

While the refusal of these materials was considered by some 
of the trade representatives present to be arbitrary and unfair, 
no particular objections were raised to this feature. The point 
was brought out that oils valued at more than $5.00 a pound 
were usually shipped by express and that carriers should not 
be held liable for greater values. 

Trade representatives, however, contended that the classi- 
fication was ill-balanced to the extent that too few oils fall into 
the first group, bearing values of less than 50 cents a pound. 
As a counter proposal, they suggested that the limit on the 
first group should be raised to $1 a pound, and that class two 
should be raised to the maximum of $3 instead of $2. 

A separate brief was filed by the William Wrigley, Jr., Com- 
pany, covering shipments of oils for flavoring purposes. In 
addition to representatives of the oil trade, there were present 
at the hearing also officials of the drug, perfumery and toilet 
articles industries. 


PROPOSES NEW FLORIDA LINE 

The Florida, Western & Northern Railroad Company has 
applied to the Commission for authority to construct 229 miles 
of main track and extensions in Sumter, Lake, Polk, Highland, 
Okeechobee, Palm Beach, Hillsborough and Nassau counties, 
Florida. The company said the main part of the proposed 
system would connect at Lake Garfield and at Coleman, Fila. 
with the Seaboard Air Line and would provide through freight 
and passenger service between the east and west coasts of 
Florida and points north and west. It said the system would 


constitute the only cross-state railroad in central or southern 
Florida and as such would meet a distinct public necessity. 
It also said the proposed railroad would open up for deve 
ment a large territory which was not now served by any ralr 
road. The main line, consisting of approximately 205 miles, 
would extend from Coleman to West Palm Beach, 
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SENATE COMMITTEE ACTION 
The Trafic World Washington Bureau 


Chairman Smith of the Senate interstate commerce com- 
mittee was, January 28, directed by the committee to appoint 
sub-committees to consider Senator Cummins’s bill to amend 
paragraph 3 of section 16 of the act; Senator Trammell’s reso- 
lution providing for an investigation by the committee on rates 
on citrus fruits, other fruits and vegetables; Senator Robin- 
son’s bill to amend the safety acts and similar measures; and 
Senator Dill’s bill to give state commissions exclusive jurisdic- 
tion over construction of railroads wholly between points in a 
state. Senator Smith said the members of the sub-committees 
would be announced next week. 

The committee decided that bills relating to section 15-a 
would be considered by the whole committee. No proposal 
was made, however, to take those measures up at this time. 
Senator La Follette, who was expected to ask for a hearing on 
his resolution providing for pre-war rates on farm products 
and materials used by farmers, said he was not ready to press 
the matter now. 

The committee adopted a favorable report on a substitute 
resolution for the Gooding propaganda resolution, which was 
approved last week, and the report was filed in the Senate. 

The regular meeting day of the committee was changed 
from Monday to Wedneesday and, unless called for a special 
meeting, the committee will not meet again until Wednesday, 
February 6. 

The resolution which the Senate interstate commerce com- 
mittee adopted as a substitute for the original Gooding propa- 
ganda resolution follows: 


Resolve, That the Interstate Commerce Commission be, and is 
hereby directed to conduct an investigation, along such lines and 
with sufficient detail as to reveal clearly and accurately, the amount 
of money expended, and the account or accounts to which charged, 
during the period January 1, 1923, to January 31, 1924, by each 
common carrier, railroad or subsidiary, directly or indirectly, for 
the preparation and distribution of advertising matter, propaganda, 
or publicity in any form, either oral, written or printed, through 
its officers, agents or other agencies; and for any other methods 
calculated to mold public sentiment favorable to the railroads or any 
legislative matter, or to influence acts or decisions of legislative or 
administrative bodies or persons, or to secure the election or ap- 
pointment of public officers. 

In its investigation the Commission is directed to secure from 
each common carrier railroad a statement, covering the period 
named above, signed by its president and auditor, verified by oath, 
showing; 

(a) The amounts expended by the carrier or any of its sub- 
sidiaries, and the account or accounts to which charged, as com- 
pensation or expenses for any of its officers, agents, employes, or 
other persons or person while engaged as speakers or interviewing 
the public or public officials; for the publication and distribution 
or advertisements, magazines, books, pamphlets, mewapaper articles 
and editorials, and any and all other literature concerning the opera- 
tion, earnings, expenditures, stock, valuation, investments, legisla- 
tive, or educational matters. 

(bo) The names and addresses of all associations, bureaus, insti- 
tutes, committees, chambers of commerce and other organizations 
to which moneys have been paid or contributed, directly -or in- 
directly, by the carrier or any of its subsidiaries, together with the 
amounts paid or contributed to each, and the purpose for which such 
payments or contributions were made. 

The Commission is further directed to transmit its report to the 
Senate within ninety days after the adoption of this resolution. 

Be It Further Resolved, That the Committee on Interstate Com- 
merce be, and is hereby directed, either as a whole or by sub- 
committee, to investigate the extent, character, methods and pur- 
poses of propaganda emanating directly or indirectly from common 
carrier railroads or from associations, committees, bureaus, insti- 
tutes or other organizations receiving dues, fees, assessments, con- 
tributions or other form of payment from such railroads, their 
subsidiaries or any of them. 


The resolution is much broader in its scope than the original 
resolution. (See text in Traffic World of January 19, p. 155.) 
It provides, in addition to an investigation by the Commission, 
for an investigation by the Senate interstate commerce com- 
mittee as to propaganda emanating directly or indirectly from 
carriers. 

The hearing before the Senate interstate commerce com- 
mittee on the Gooding bill amending the long-and-short-haul 
Clause of section 4 (see Traffic World, December 15, p. 1475) 
will be held February 18, instead of February 15, as erroneously 
Stated in The Traffic World of January 26, p. 221. ° 


STATES OPPOSE CUMMINS BILL 


The Trafic World Washington Bureau 


: The National Association of Railway and Utilities Commis- 
Sloners will oppose enactment of the railroad consolidation bill 
introduced last week by Senator Cummins. The legislative 
committee of the association, in session in Washington, Janu- 
ary 31, sent a letter to that effect to Chairman Smith of the Sen- 
ate interstate commerce committee. It was signed by Charles 
Webster of the Iowa commission, chairman of the legislative 
committee. The letter follows: 


In addition to the resolutions adopted by this association at its 
annual convention in’ Miami, Fla., December 4-7, 23, which we 
placed in your hands yesterday, our committee desires to express 
® you in writing the opposition of this association to the federal 
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incorporation. of railroads, as proposed in Senate Bill 2224, intro- 
duced by Senator Cummins, January 24, 1924. 

This opposition was expressed before your committee in a hear- 
ing on Extension of Time for Relinquishment by the Government of 
Railroads to Corporate Ownership and Control, on January 30, 1919, 
in a_resolution set out on page 755 of the printed hearings. 

This committee is of the opinion that the prime purpose of 
federal incorporation is the destruction of the regulatory powers 
of the states, and that its ultimate effect will be the loss to the 
states of the revenues which they now receive from state taxation 
of railroads. We are opposed to it, and when the bill receives the 
— of your committee, we ask for opportunity to be 

eard. 


On the preceding day members of the legislative committee 
conferred with Chairman Smith. They submitted the resolutions 
adopted by the association at the Miami convention relating to 
changes in the interstate commerce act. The members of the 
committee who saw Chairman Smith, in addition to Mr. Web-. 
ster, were H. W. Taylor of the Nebraska commission, president 
of the association; W. D. B. Ainey and James Benn of the Penn- 
sylvania commission; Frank Shealy of the South Carolina com- 
mission; J. W. Raish of the South Dakota commission; O. O. 
Calderhead of the Washington state commission, and John W. 
Benton, general solicitor. 


SMITH STUDIES RATE STATISTICS 


The Trafic World Washington Bureau 


Chairman Smith, of the Senate interstate commerce com- 
mittee, has received from the Commission a mass of statistics 
relating to rates and revenues of the carriers. These data were 
prepared at the Senator’s request in order that he might have 
it available for the committee when considering proposed legis- 
lation affecting rates and revenue. In the data the net railway 
operating income of Class I roads for 1923 was estimated at 
$989,747,000. 

Senator Smith asked the Commission to prepare figures 
showing the effect of reductions of 3344 per cent and 20 per 
cent, respectively, in freight rates on products of agriculture 
carried by railroads. A detailed statement was prepared by 
the Bureau of Statistics of the Commission in reply to that 
request. 

This statement shows that, for the year ended September 
30, 1923, the estimated revenue from grain, flour and meal, 
hay, other products of agriculture, live stock, poultry, eggs, 
butter and cheese, and wool, of Class I roads, was $888.085,- 
000; that 3314 per cent of that revenue would be $296,028,000, 
and that 20 per cent of that revenue would be $177,617,000. 
The detailed statement follows: 

In the following statement there has been estimated, by districts, 
for the calendar year 1922, and for the twelve months ended with 
September, 1923, the freight revenue received by railroads on products 
of agriculture, including live stock. Revenue from agricultural im- 
plements and fertilizer is not. included. The amounts involved in a 
reduction of 1/3 and 1/5, respectively, are then shown. For com- 
parison, the net railway operating income is given, and also the ‘‘net 
income,” the latter being what is left from operations and other 


— after paying interest and other fixed charges, but not divi- 
ends. 


CLASS I ROADS—CALENDAR YEAR, 1922 


Total 
Eastern Southern Western United 
district district district States 


(Thous.) (Thous.) (Thous.) (Thous.) 
Estimated revenue from. grain, 
flour and meal, hay, other prod- 
ucts of agriculture, live stock, 
poultry, eggs, butter and cheese, 


ae OO =e ee eee $265,143 $122,130 $480,397 $867,670 
33 1/3 per cent of above revenue.. 88,381 .710 160,132 289,223 
20 per cent of above revenue...... 53,029 24,426 96,079 173,534 


For ccomparison: . 
Net railway operating income as 
reported in monthly reports..... 301,797 150,671 
Net income above fixed charges*.. 123,501 82,954 


YEAR ENDED SEPT. 30, 1923 
(Thous.) (Thous.) (Thous.) (Thous.) 
Estimated revenue from grain, 
flour and meal, hay, other prod- 
ucts of agriculture, live stock, 
poultry, eggs, butter and cheese, 


324,198 


776,666 
164,802 


371,256 


— ei etemnnd< ax «++ -$258,495 $127,632 $501,958 $888,085 
33 1/3 per cent of above revenue... 86,165 42,544 167,319: 296,028 
20 per cent of above revenue...... 51,699 25,526 100,392 177,617 

For comparison: 
Net railway operating income as 

WOE. c.c.0:dic sb uastn ares cite «eeee 433,048 173,534 355,650 962,227 
Net income above fixed charges*.. 264,670 105,866 206,729 577,265 


*Assuming 1922 other income and fixed charges. 

The effect of a reduction in freight rates on agricultural products 
is shown in the preceding statement by districts taken as a whole. 
The effect on individual railway companies will obviously vary greatly 
according to the composition of its traffic. Below is given an esti- 
mate of the effect on the Chicago, Rock Island & Pacific Railway 
Company for the calendar year 1922, and the twelve months’ period 
ended Sept. 30, 1923: 


CHICAGO, ROCK ISLAND & PACIFIC RAILWAY COMPANY 


Twelve 
Calendar months ended 
Item year 1922 Sept. 30, 1923 
Estimated freight revenue from . agricultural 
products, including live stock, but not in- 
cluding agricultural implements or fertilizer.$31,166,807 
1/3 of estimated revenue..... pede sreUe es geweeew ie eet ant 


bray yes 
1/5. of entMalOd TOVERUCG......ccccccccvesescore 


0,072,990 
6,043,794 
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For comparison: 
Net railway operating income................. 13,934,469 
Net income above fixed charges..............- 4,163,551 *4,165,610 
*In computing the net income for the twelve months, ended Sept. 
30, _ it was necessary to assume the same non-operating income 


13,936,528 


and deductions from gross income as in the calendar year 1922. 
Seen a SHOWING SELECTED ITEMS OF INCOME x- 


EB 
SE, AND TRAFFIC FOR FISCAL YEAR, 1914, IN COM- 
PARISON WITH TWELVE MONTHS’ PERIOD, ENDED SEPT. 


CLASS I ROADS 


Total 
Eastern Southern Western United 
Item district district district States 
1. Average revenue per ton-mile *(mills)— 
ANE Pir ee ai: 6.33 6.68 8.92 7.23 
ee ee eee oe ee 10.98 9.50 12.25 11.11 
Per cent of increase.. 73.5 42.2 37.3 53.7 
2. Average revenue per ton— 
BE bbb db S Lede sUdees $0.81892 $1.28948 $1.71051 $1.11720 
SN a och ara ha ob dels anh ede 1.66769 2.08412 2.63289 2.00180 
Per cent of increase.. 103.6 61.6 53.9 79.2 
3. Revenue ton-miles of freight traffic (millions)— 
eboarvere vets crevice 4 »524 92,285 284,925 
ENE: + Rawk atwab 8Wbliestan He 8 195,937 81,128 136,358 413,423 
Per cent of increase.. 36.9 63.8 47.8 45.1 
4, i revenue (thousands)— 
BE sev lcbet csouns eed eeu $ 905,279 $330,771 $ 823,842 $2,059,892 
MED wikia oghucvusel taltwn sé 2,151,038 770,578 1,670,862 4,592,479 
Per cent of increase... 137.6 133.0 102.8 122.9 
5. Passenger-miles (millions)— 
MEE = tee Nn.cerivewaiew’t arenes 16,349 4,585 13,633 34,567 
0 Ee Pere 19,169 5,382 13,151 37,702 
Per cent of increase.. 17.3 17.4 da 3.5 9.1 
6. Passengers carried (thousands)— 
. ere piaticoncs Geet 121,873 271,830 1,002,350 
DE  weseatvecns na ebewwe’ 654,516 114,812 216,395 985,722 
Per cent of increase.. 7.5 d 5.8 d 20.4 a1.7 
7. Pullman passengerst 
ME ee Cie Cena LecvCsee. . eehaes- "-- cacemen 26,188,753 
FOG cb eet ateseceshsse vie oi edavieee \eteeen ccovcce 38,926,408 
Gee 100 CER: Sisngwe:  cSeeeideeS "| eee c's 
8. Passenger revenue of railroads (thousands)— 
MEE. 00 ue ekes aon Caetie wane $ 293,419 $ 99,254 $ 291,076 $ 683,749 
a A CAMPS Sa ee ee 645,539 181,162 411,906 1,138,608 
Per cent of increase.. 85.9 82.5 41.5 66.5 


*The average revenue per ton-mile does not precisely show the 
change in rates because of changes in proportions of traffic and in 
average haul. The general rate increases since June 30, 1914, in- 
creased the rate level 90 per cent in the Eastern “group,” 52 per 
cent in the Middle West, and 40 per cent in the South and Far West. 
But there are exceptions to these general increases. 

tOne report is filed by Pullman Company for its mileage in United 
States. Separation by districts is not available. 


d Decrease. 
Total 
Eastern Southern Western United 
Item district district district States 
‘9. Labor compensation in operating expensest (thousands)— 
 eblano.atecddidcelne seat $ 579,865 $192,816 $ 477,736 $1,250,417 
I rth acini dae dlwdi meatal 1,312,941. 462,963 1,031,946 2,807,851 
Per cent of increase.. 126.4 140.1 116.0 124.6 
10. Fuel charged to operating expenses (thousands)— 
ll itlnde capsduesevecaare $ 102,059 $ 31,773 $ 101,400 $ 235,231 
EEE Ee ere 55,750 89,104 217,685 562,539 
Per cent of increase.. 150.6 180.4 114.7 139.1 
11. Materials and other operating expenses (thousands)— 
SE Dibin a Wacanes a(ah6 es aainie kao $ 338,877 $117,252 $ 261,647 $ 717,776 
SER cactechin Fame wis s nel. 6+ 4 762,915 238,421 524,893 1,526,229 
Per cent of increase.. 125.1 103.3 100.6 112.6 
12. Railway tax accruals (thousands)— 
D> gah Ginnanens wethes ten $ ,732 $19,000 $ 60,840 $ 135,573 
EE 2 isthe sduade windsGoln ea ehss or 133,102 52,559 139,206 324,867 
Per cent of increase.... 138.8 176.6 128.8 139.6 
13. Interest of funded debt (thousands)— 
ns EL, We ate elec 8 6 tle int e-obed $ 128,742 $ 65,143 $ 179,411 $ 373,296 
EE  Unedins sce beckeoe se 174,304 76,456 207,112 457,872 
Per cent of increase.. 35.4 17.4 15.4 22.7 
14. Dividends declared (thousands)— 
MEE GW ciaceweu tines aes weed $ 116,048 $ 33,8327 $ 226,724 $ 376,099 
SE. she Ga eaeskrnedele uses 87,874 40,986 142,714 271,574 
Per cent of increase.. d 24.3 23.0 da 37.1 d 27.8 


tEstimate for pay roll chargeable to additions and betterments 
excluded. 


§Calendar year 1922 data used because 1923 reports‘are not avail- 


able. 
d decrease, 


The Pullman Surcharge 


Chairman Smith also had the Commission prepare a state- 
ment showing the effect of the surcharge on travel in Pullman 
ears. It is as follows: 


Based on an average of the detailed figures shown below for 
travel in Pullman cars from New York to Chicago, New York to San 
Francisco, Washington to Jacksonville, and Washington to New York, 
the railroad receives on the average for transporting passengers hav- 
ing Pullman accommodations greater revenue to the extent of ap- 
proximately 9.8 per cent, or 35/100 of a cent per mile, than it receives 
for SENS a like number of passengers between the same points 
in coaches : 

New York to Chicago. The Pullman lower berth fare from New 
York to Chicago is $6.00, plus a surcharge of $3.00 accuring to the 
railroad, making a total of $9.00. The railroad fare from New York 
to Chicago is $32.70. The railroad fare plus the surcharge is $35.70, 
representing 3.6 cents per mile, plus an additional charge of ap- 
ag Sogeee 33/100 of a cent per mile on account of transportation 

y the railroad in Pullman cars. 

New York to San Francisco. The Pullman lower berth fare from 
New York to San Francisco is $21.75, plus a surcharge of $10.88 
accruing to the raildoad, making a total of $32.63. The railroad 
fare from New York to San Francisco is $111.70, representing 3.6 
eents per mile, plus an additional charge of approximately 35/100 of 
a cent per mile on account of transportation by the railroad in 
Pullman cars. 

Washington to Jacksonville. The Pullman lower. berth fare 
from Washington to Jacksonville is $5.75, plus a surcharge of $2.88 
accruing to the railroad, making a total of $8.63. The railroad fare 
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from Washington to Jacksonville is $28.41. The railroad fare plus 
the surcharge is $31.29, representing 3.6 cents per mile, plus an 
additional charge of approximately 36/100 of a cent per mile on 
account of transportation by the railroad in Pullman cars. 

ashington to New York. The Pullman lower berth fare from 
Washington to New York is $2.50 plus a surcharge of $1.25, which 
accrues to the railroad, making a total of $3.75. The railroad fare, 
$8.14, i the surcharge is $9.39, representing 3.6 cents per mile, 
plus additional charge of approximately 55/100 of a cent per mile on 
account of transportation by the railroad in Pullman cars. 

The Pullman seat fare from Washington to New York is $1.25, 
plus a surcharge of 63 cents which accrues to the railroad, making 
a total of $1.88. The railroad fare, $8.14, plus the surcharge is 
$8.77 representing 3.6 cents per mile, plus an additional charge 
of approximately 28/100 of a cent per mile on account of trans- 
portation by the railroad in Pullman cars. 

Sta otherwise, the amounts received by the railroad for 
transporting passengers having Pullman lower berth accommodations 
exceed the amounts received for transporting passengers in coaches 
by approximately 9 per cent from New York to Chicago, 9.7 per cent 
from New York to San Francisco, 10 per cent from Washington to 
Jacksonville, and 15.3 per cent from Washington to New York. The 
amount received by the railroad for Pullman seat. transportation from 
Washington to New York is approximately 8 per cent greater than 
that received for coach transportation. 

The ae is illustrative of the effect of the so-called Pullman 
surcharge. While the amount of the surcharge is determined by 
applying 50 per cent to the Pullman Company’s charge, the in- 
crements in the straight railroad fare are not 50 per cent, but as 
indicated above. in 

The matter of Pullman fares and so-called surcharges is now 
under formal investigation by the Commission in Docket No. 147785, 
and final hearing therein is scheduled for March 18, 1924. 


LETTER TO LA FOLLETTE 


F. G. Dorety, general solicitor of the Great Northern Rail- 
way, has written the following letter to Senator La Follette in 
the hope of inducing him to withdraw his bill providing for the 
basing of railroad rates on the actual prudent investment in 


railroads, a copy having also been sent to all members of the 
House and Senate: 


_..1 have been readng with interest your Senate Bill No. 1899, pro- 
viding for fixing railway rates at a level which will pay the actual 
cost of obtaining capital to the amount of the prudent investment in 
the railways and which will prevent any return on increase in the 
value of the property not representing actual money outlay. May I 
take the liberty of suggesting to you, from the point of view of one 
engaged in the railway business, what appear to be some very serious 
dangers to the public and the railways alike, which I think would 
necessarily follow the adoption of your plan? 

Those who first proposed the original cost of each railroad as the 
basis for fixing its “fair return” used to argue that a supply of neces- 
sary capital for railroad building would be assured by giving to each 
railroad rates sufficient to pay a return on the money actually put 
into that road. If one railroad between New York and Chicago, for 
instance, had been built in 1897, when construction costs reached the 
lowest point since the Civil War, its rates, under this theory, would 
be reduced in proportion to its actual cost and it might be held down 
to an average charge of $20, let us say, for each passenger, or $10 for 
each ton of freight, if such charges would yield a return on its low 
cost. On the other hand, another railroad, built between the same 
points in 1914, when “all commodities” costs were 50 per cent higher, 
would have a correspondingly larger investment and would be per- 
mitted to charge correspondingly higher rates. Our original cost 
friends would permit such a road to charge, let us say, $25 per pas- 
senger and $15 per ton for freight. The very obvious fact which they 
seem to have overlooked is, that the second road would get no busi- 
ness at the higher rates, but would be compelled, by competition, to 
meet the rates of the first. If we force any one railroad down to a 
$20 rate, we force all roads in the same territory to a $20 rate. We 
cannot hold the most cheaply built road to a bare return on its 
actual cost without forcing all competing and more expensive roads 
below a fair return on their higher costs. Investors in the other rail- 
roads would, under this plan, be given a return, not on their own 
investment, but on soméone else’s lower investment. 

Senate Bill No. 1899 would remedy this difficulty in part by fixing 
rates to meet the necessities, not of the cheapest road in the terri- 
tory, but of the average road. It would make a rate level in a given 
territory or among a given group of railroads, sufficient to pay an 
aggregate fair return on the aggregate prudent investment in that 
group of railroads. It is clear, however, that even under this plan 
half of the railroad capital would necessarily be invested at costs 
which would be above the average and, consequently, half of all the 
investors would be held to a return on less than their actual invest- 
ment. They would not, it is true, be reduced to a return on the basis 
of the cheapest construction costs in the district, but they would be 
reduced to a basis below their own actual costs. To be sure, those 
building at less than average costs would be allowed some excess 
return, but this would be small comfort to the other half of the 
investors. Moreover, one-half of this excess would be taken by the 
government, under the terms of the statute for recapture of excess 
earnings. The result would be that half of all of the investors would 
face the certainty of less than a fair return on their own investments, 
while any compensating excess to the other half would be divided with 
the government, and the total return remaining to all of the investors 
un@er this plan would necessarily be something less than a fair return 
on the total aggregate investment. Assuming that the roads were 
capitalized at actual cost, the price of the average railway stock under 
this plan would necessarily be forced below par. 

I think you will agree with me that private operation of railways 
in this country cannot continue for more than a very few years un- 
less the stock of the average railway can be sold at par. This is 
because railroads are constantly requiring new capital and must get 
part of it by the sale of stock. en business is increasing. a rail- 
road which fails for a single year to put new capital into additional 
tracks and cars must immediately suffer congestion and car shortage. 
The railroads of the country cannot continue to function unless they 
can continue to grow and to add new investment to their plant. It 
is a conservative estimate to say that a representative railway in this 
country must double its investment every twenty or twenty-five years 
or cease to function. This means a total new investment in the coun- 
try of a billion dollars a year. Last year it was a billion and a quar- 
ter dollars. 

It is also clear, I think, that this money cannot be obtained in- 
definitely by selling bonds. We cannot raise more than 60 per cent 
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of the total investment by selling bonds any more than we can mort- 
gage our homes for more than 60 per cent of their value. Fortunately, 
the bonds of many of our roads are still well under this limit and 
these roads can continue to sell bonds for a few years more. But 
when this limit is reached and the railroads still face the necessity 
of raising a billion dollars of new capital a year, 40 per cent of it 
must be raised by the sale of stock or none of it can be raised at 
all. And no one will buy that stock at par unless given some basis 
for hope that it will remain at par, and assured of the opportunity 
of a fair return, not on someone else’s lower investment nor on the 
average of all investments, but each one on his own investment. I 
believe that Senate Bill No. 1899 would prevent this; that it would, 
therefore, prevent the obtaining of capital for necessary railway 
=o and that it would result in a complete paralysis of private 
railway operation within a very few years: 

I am not unmindful of the fact that this bill would add to the 
aggregate railway investment the full present cost of improvements 
and additions now being made and that it would provide for a full 
return on the actual cost of such additional investment, in fixing the 
group level of rates. It may be argued from this that, however much 
past investors may suffer under this plan, future investors will re- 
ceive an adequate return on the money which they spend. Let us 
see if this is so. A thousand box cars today cost $2,500,000, and if 
the road which I represent were to make such a purchase, that 
amount would, under your plan, go into the total group value. But 
another road in our group may have bought 1,000 box cars in 1910 
for $800,000. Both purchases would go into the group value at cost, 
making a total of $3,300,000. Let us suppose that a rate of $10 per 
ton will pay a fair return on this aggregate cost. Their thousand 
cars will earn as much as ours and they will therefore receive one- 
half of the total return. We will receive a return on $1,650,000 for 
our investment of $2,500,000. They will receive the same amount, 
but they must pay one-half of all in excess of a return on their $800,- 
000 of cost to the government. To the extent that the present pro- 
portion of expenditures on any road in the group is in excess of the 
average of all in the group, it will fail to get a return on its entire 
current investment. It will also be found that, to the extent that its 
original unit costs may have been above the average of the group, it 
will fail to receive the entire additional return which its additional 
current investment should entitle it to. 

All this will be brought out most clearly if we consider the con- 
struction of an entirely new railroad. Its present, cost, although 
double the cost of a similar railroad twenty years ago, if added to 
the total group value, would only slightly raise the average group 
rate. If $10 a ton will pay a return on the cost of existing roads, and 
$15 a ton would be necessary for a fair return on the new road at 
present high construction costs, the resultant average group rate of 
perhaps $11 a ton, which Senate Bill No. 1899 would establish as a 
fair return on the total group cost, would bankrupt the new road. 
There could not possibly be any new construction under this plan, at 
least until wages and construction costs return to a pre-war basis, 
if they ever do. For similar reasons, there could be no continuous 
expansion of existing roads. In order to avoid a total breakdown, 
existing roads will be forced to expand their plants to meet the 
increased demands of traffic as long as their credit lasts and their 
bonds can be sold. When that time passes, they will face a com- 
plete breakdown, due to inability to secure additional capital. 


Some of thosé who have proposed original cost as a basis for rate 
making are avowed advocates of government ownership. Some of 
them may be espeusing the doctrine of original cost, not because they 
think it will make private cperation efficient, but because they be- 
lieve, as I do, that it will wreck private operation and, therefore, open 
the way to government ownership. The question of government oper- 
ation is too large a one for discussion in this letter. But it may not 
be out of place to point out here that, during the process of wreck- 
ing and paralysis, which would necessarily precede it, tremendous 
losses must be borne by the country at large through lack of adequate 
railway service. Your purpose of providing cheaper transportation 
for the farmer is a very laudable one. But efficient service means far 
more to the farmer than low rates. A breakdown, congestion or car 
shortage on railroads causes far more loss than high freight rates. 
There are over six million farmers in the United States and the total 
freight paid on farm products in 1922 was less than $600,000,000, or 
less than $100 per farmer. It would, no doubt, be a great benefit to 
the farmer if this could be reduced one-half, one-third, or even one- 
fourth, provided the farmer would get the full benefit of the reduc- 
tion, which is doubtful. But where lower rates might save the farmer 
twenty-five or fifty dollars, inadequate service may cost him hundreds 
or thousands. The fruit, grain and potato growers and live stock 
shippers of the northwest lost millions of dollars in 1922 as a result 
of car shortage. It was worse still in California and in the east and 
south. To throttle the supply of capital, by denying to the investor 
a fair return on his own investment, will prevent necessary expan- 
sion of the railroads and will inevitably induce an early recurrence 
and an increasingly disastrous spread of these ruinous losses. This 
is the price which must be paid for government operation if it is to 
be brought about by the aes gy paralysis and final breakdown of 
private operation. I can think of no way of avoiding such a disaster 
if rates are fixed to meet the necessities of the investor who built 
at the period of lowest construction costs or even at the period of 
average costs. 


Nor does such a plan seem to accord with sound economic princi- 
ples. If I bought a farm fifty years ago for $5 an acre and erected 
my buildings at low cost, I am still entitled to the same price for 
my product or for my land as my neighbor next door who bought two 
years ago at $100 an acre. If I own a store or apartment house 
built before the war I get the same return for it as my neighbor next 
door who built last year. In no other line of industry are different 
producers compelled to accept different prices for the same product, 
depending on when they built their plant or bought their property. 

Another objection to the plan outlined in Senate Bill No. 1899 is 
that it not only pays the investor a return on another man’s lower 
investment, but, in times of higher prices, it would pay that return 
in depreciated dollars. It seems neither fair nor wise to single out 
the railroad investor as the only kind of stock owner whose income 
must not be increased as prices rise and money depreciates. When 
the purchasing power of the dollar decreases and the dollar becomes 
worth only fifty or sixty cents, those who have labor, commodities or 
service to sell should get more dollars for them. It is true that 
railroad rates are higher than before the war, but the increase all 
goes to railroad labor or to pay higher prices for coal and other 
Supplies and higher taxes. The railroad investor gets much smaller 
dividends for the service that his capital produces than he got before 
the war, and gets them in depreciated dollars. Senate Bill No. 1899 
would perpetuate this condition and deprive his income of any pro- 
tection inst the depreciation in the purchasing power of money. 

It is true that farmers, as well as railroad investors, are not get- 
ting the same increased prices for their commodities that prevail in 
other industries. For this reason farmers are leaving the farm. For 
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a similar reason railroad investors are withdrawing their investments 
and railway stocks are falling lower and lower. Our statesmen are 
all trying to help the farmer to get more of these cheaper dollars for 
his products and so to get him back to the farm, but no one is mak- 
ing any violent effort to get capital back into the railroads. The 
same principles which make it desirable to try to get a greater num- 
ber of dollars for farm products because each dollar has less pur- 
chasing power, would seem to forbid an effort to restrict the railroads 
to a smaller number of these dollars with diminished purchasing 
power. In my opinion, the importance of developing a fair rate of 
compensation for the investment of capital in transportation is not 
less great than the public need for encouraging the development of 
agriculture. 

It may be suggested that if the railroads would reduce rates on 
agricultural products, more traffic would move and in that way the 
roads would make more money. But as soon as the roads began to 
earn more than a return in depreciated dollars on average construc- 
tion costs, Senate Bill No. 1899 would reduce all rates still further. 
No amount of increase in traffic would be permitted under this law 
to increase the investor’s profit beyond this inadequate rate of return. 
There could be no profit from an increase of traffic and no capital 
could possibly be attracted to a railroad investment with such a law 
upon the statute books. 

It may be that some of the freight burdens should be shifted from 
the farmer to other shippers in order to reduce rates on agricultural 
products. If this is so, the present law ra an adequate remedy. 
But, however that may be, I am satisfied that to limit the total earn- 
ings of the railroad investor to a fair return on somebody else’s 
smaller investment and to force him to take even that return during 
periods of high prices in depreciated dollars must ultimately damage 
the farmer through inadequate service far more than it could help 
him through lower rates. 

I believe that the only possible way to insure new construction 
and adequate service, as well as reasonable rates, is to permit a 
return on a value which is fixed after giving due consideration to 
present construction costs and which is fixed on a similar basis for 
all roads, regardless of whether they were originally built at periods 
of lower or of higher construction costs. This is what the law re- 
quires today, although rates are actually established on a lower basis, 
To perpetuate a still lower basis for values and rates through such 
a statute as that which you propose would, in my opinion, very 
shortly produce a havoc and chaos in all industry through paralysis 
po ne sam to an extent which we can scarcely conceive of 
at present. 

‘I trust that you will pardon the length of this letter, as well as 
the liberty which I have taken in writing it at all. My excuse is a 
sincere belief that the public welfare and prosperity will be endan- 
gered by the proposed legislation, and an earnest hope that a sincere 
consideration of the suggestions which I have offered will lead you 
to a similar conclusion. In view of the importance of the questions 
involved, I am taking the further liberty of sending a copy of this 
letter to the other members of the Senate and House. 


RELIEF FOR NORTHWEST 


The Trafic World Washington Bureau 


The White House this week made public a list of those 
invited to attend a conference February 4 “to consider and 
advise on the agricultural and financial situation in the north- 
western states.” Invitations were extended to obtain, as far 
as possible, representatives of the farmers, agricultural col- 
leges, merchants, manufacturers, bankers and transportation. 

Railroad officials invited to the conference include Ralph 
Budd, president of the Great Northern; H. E. Byram, presi- 
dent of the Chicago, Milwaukee & St. Paul; Charles Donnelly, 
president of the Northern Pacific; Howard Elliott, chairman 
of the board of the Northern Pacific; Carl R. Gray, president 
of the Union Pacific; Hale Holden, president of the Chicago, 
Burlington & Quincy; Marvin Hughitt, chairman of the Chi- 
cago & Northwestern; and C. T. Jaffrey, of the Soo Line. 

The conference was called by the President in connection 
with his efforts to give relief to the economic situation in the 
northwest, about which he sent to Congress a special message 
January 23. In this message he said the large business con- 
cerns, such as transportation, etc. “should, in their own in- 
terest, extend a very large measure of aid in remedy of this 
situation.” 





COAL DIVISION IN I. C. C. 


, The Trafic World Washington Buregu 


Creation of a coal division: consisting of three members 
in the Commission is provided for in a bill (S. 2208) introduced 
by Senator Borah, of Idaho, on request of Governor Pinchot, 
of Pennsylvania. The purpose of the measure is to regulate 
interstate and foreign commerce in anthracite coal. It was re- 
ferred to the interstate commerce committee. Senator Pepper, 
of Pennsylvania, declined to introduce the bill for Governor 
Pinchot because he said he could not give it his whole-hearted 
support. Senator Borah said he had not examined the meas- 
ure, but that he was thoroughly in sympathy with the object 
and purpose to be attained by proper legislation. 

While the coal division would be a part of the Commission, 
it would not participate in any matters except those relating 
to anthracite coal. The bill provides that nothing in the act 
“shall effect the power or jurisdiction of the Interstate Com- 
merce Commission, nor confer upon the coal division concur- 
rent. power or jurisdiction over any matter within the power 
or jurisdiction of such Commission, except that the coal divi- 
sion shall serve as part of the said Commission in the hearing 
and determination of all cases directly involving (a) rates for 
the transportation of anthracite coal, or (b) the distribution of 
ears for the. transportation of anthracite coal, or (c) regula- 
tions affecting the anthracite coal industry.” 
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The coal division would select a chairman from its own 
membership and select a secretary who would receive $5,000 
a year. The members of the division would be paid $10,000 a 
year each. The division would be authorized to provide itself 
with a force of assistants and clerks. 

The bill provides that the division shall “investigate and 
ascertain fully the facts and conditions and study the problems 
of the anthracite coai industry affecting commerce.” Persons 
engaged in commerce in anthracite coal would be required to 
obtain licenses from.the coal division to engage in such com- 
merce, and the division could suspend or revoke such licenses 
after hearing. In time of national emergency declared by the 
President provision is made for the use of the coal division by 
the President for enforcement of emergency powers as were 


conferred on the President by section 25 of the food and fuel 
act of August 10, 1917. 


RAIL EXECUTIVES TO MEET 


The Trafic World New York Bureau 


Howard Elliott, chairman of the Northern Pacific, has 
issued an invitation to railroad executives from the North- 
west to assemble in New York next Monday to discuss ways 
and means of relieving the farmers in that section of the coun- 
try. It is understood that Mr. Elliott is taking this step at the 
request of President Coolidge. 

This makes the second time that the President has ap- 
pealed to the railroad men. The first suggestion was that rates 
on wheat for export be reduced. This was rejected by the car- 
riers. 

One report is that the executives will take this opportunity 
to put before the President and Congress the advisability of per- 
mitting the carriers to compete on a more equitable basis with 
the intercoastal water lines through the Panama Canal, supple- 
menting the pleas which the railroads are now arguing before 
the Commission for fourth section relief. The northwestern 
carriers are expected to express the view that if they are al- 
lowed to get more of the transcontinental business they will be 
in better position to aid the farmers through rate reductions. 


AMENDMENT OF SECTION 16 


The Trafic World Washington Bureau 


Representative Newton, of Minnesota, member of the House 
committee on interstate and foreign commerce, has issued the 
following statement in explanation of his bill to amend para- 
graph 3 of section 16 of the interstate commerce act: 


The interstate commerce act provides certain limitations on the 
rights of both carriers and shippers to bring action. Carriers have 
three years to bring action for recovery growing out of their own 
charges. Shippers under existing law have but two years in which 
to bring action to recover charges made by the carriers in excess of 
the published tariff. 

y bill H. R. 6058 so amends the interstate commerce act as to 
place both einper and carrier upon an equality in this respect, for 
the shipper is given three years in which to bring action for straight 
overcharges. 

Under the present law as it has been construed by the Supreme 
Court of the United States the statute of limitations acts not only as a 
bar to the remedy, but also destroys the liability. This situation is, 
therefore, presented: A railway company finds that after three years 
has elapsed that it has charged a shipper more than the published 
tariff. Under — laws, the statute of limitations acting as a bar 
not only to the remedy but as to the liability, the carrier, even if it 
wants to, cannot establish the policy of the payment of these just 
claims, for its liability has been peony | destroyed. 

This amendment of mine would cure this and permit a carrier tg 
establish a general policy payment regardless of the runnin ‘ 


g of 
statute, wherever it was justly liable. r the 
This bill makes no change in the limitation period as to ae pring- 
ing of actions excepting as to straight overcharges. A & 


The last section is new, and is designed to per : 
consideration of straight overcharge claims whic* am ne Zeon 
the decision of the Supreme Court of the United RS in the case of 
Wolf vs. Southern Railway Company last Fg. ary. A great many 
shippers did not think that the statute @f“fimitstions nmin ns 
straight overcharge claims upon which ¢fit against the eniviar M4 
being brought. Unwittingly they lc a OW by the decision in the 
re orteatty ta present and’ the asi@,bil will afford them additional 
and honest obligations. rs to pay these perfectly just 


COUGENS VS. MELLON 


The Trafic World Washington Burean 
Secretar 


¥ Mellon, of the Treasury, and Senator Couzens, of 
Michigan, & member of the Senate interstate commerce commit- 
tee, aave been engaged in correspondence relating to the effect 
©. high surtax rates, in which railroad securities have been re- 
ferred to by Secretary Mellon as illustrative of his contention 
that the surtax rates on incomes should be substantially reduced. 
In his latest letter to Senator Couzens, Mr. Mellon said, in part: 





You try to answer the railroads’ need for stock inve 2 
usual political diatribe against them. The question “yg cag Bed x 
tain the capital which is required to meet the country’s needs, and 
this depends upon what ep can offer investors. Under the present 
surtaxes, and it is they which have been the continuous subject of our 
correspondence, a 6 per cent stock nets the small income 6 per cent. 
It nets the large income but 3 per cent. That is what I meant by 


THE TRAFFIC WORLD 





Vol. XXXII, No. 5 


ped of return, and its correction lies in a lowering of surtax 
rates. 


Secretary Mellon’s letter was in reply to one received from 
Senator Couzens January 18. The part of the Couzens letter de- 


scribed by the secretary as “the usual political diatribe” against 
the railroads, follows: 


You point out that the Supteme Court decision as to the validity of 
the recapture clause in the transportation act of 1920 ‘effectually 
prevents any new stock being sold at a price which would give a man 
with a large income an adequate return on his investment.” Why 
does a man with a large income. have to have an adequate return 
on his investment any more than a man with a small income? You 
then make the astonishing statement that if the railroads are to be 
furnished with capital it must come from the sale of stock. How do 
you expect people to invest in stock of the railroads after eg sl 
out that the recapture clause of the transportation act of 1920 “‘effec- 
tually prevents any new stock being sold at a price which would give 
a man with a large income an adequate return on his investment?” 

Every investor knows thé reason that stock of the railroads can- 
not be sold. For ten years of more you must admit that all the cam- 
paign of the railroads has discouraged investment in their stocks. 
They constantly cry about and exhibit their poverty and their de- 
moralization because of their failure to earn more money. The pur- 
pose of this campaign, of course, is to increase freight rates, and 
there is a continuous effort made in that direction. Now that rates 
have been boosted in many instances to a point confiscatory of prod- 
ucts carried, and now that there is available from earnings incomes 
sufficient to pay large dividends on most roads, there is an effort 
on the part of the railroads to sell stock. 

I am informed from reliable authority that when the report for 
railroad operation in 1923 is completed, the railroads will have avail- 
able for dividends an amount which would permit a dividend rate of 
9.8 per cent to 10.88 per cent on all railroad stocks of Class 1 rail- 
roads. ‘This is on the par value of the stocks and includes the stocks 
which are not entitled to earnings in that they never represented 
value, as well as the sound stocks. Perhaps, if the railroads published 
this fact they might be able to sell some of their stock. owever, 
this may not be possible for the reason of the public impression that 
the railroads are badly managed and because it is well known their 
relutions with the government are most unsatisfactory. y 

Investors would not and should not buy stocks on which the rail- 
road managers’ and the Wall street bankers can stop dividends with 
impunity. They should require mortgages on the railroad property so 
that when they stop interest payments the owners will have some 
recourse in the way of collecting returns on their investments and, 
if necessary, their principal. This is the real reason for the increased 
bond issues in relation to stock issues. 

No matter to what point you reduce the surtax, investors are not 
and should not take this kind of a hazard. All records show, however, 
that admitting your statement that the railroads need a billion a year, 
there is plenty of money when the railroads give security for the 
money. They got it last year, and they will get all they need this year, 


RAILROAD BILLS IN CONGRESS 


Representative Free of California has introduced by request 
a bill (H. R, 6249) directing the Commission to require the 
railroads to sell mileage books to commercial travelers at a 
reduction of 20 per cent below the regular fare. 

Another bill (H. R. 6295) to eliminate the Pullman surcharge 


— been introduced by Representative Dallinger of Massachu- 
setts. 





oo 
___- SPROULE ATTACKS RAIL BAITING 
William Sproule, ‘resident of the Southern Pacific, in a 
statement before tl,¢ first Western Regional Conference of the 
United States Caamber of Commerce, said that in the public 
interest it Was time that railroad baiting should cease to be 


a epg pastime. The address was delivered at San Fran- 


lava“? said that bull baiting had long been stopped by penal 


, that hear baiting was not allowed, but that railroad bait- 
mg had survived. The carriers were on the defénsive simply 
beetuse they had to defend themselves against attacks, but 
they were not on the defensive in the conduct of their busi- 
ness. He said there had never been a period when the railroads 
gave such good service or handled as much business for the 
public as in the year just closed, and that in every respect the 


railroads were operated more efficiently than at any other time 
in their history. 





ANOTHER INVESTIGATION -PROPOSED 


The settlements made by the Railroad Administration with 
carriers for the period of federal control will be inquired into 
by the Senate interstate commerce committee, if a resolution 
(S. Res. 135), offered this week by Senator La Follette, is adopted, 
The senator said he would call up the resolution at a later date. 
The text of the resolution follows: 


Resolved, That the committee on interstate commercce be, and it 
is hereby, authorized and directed, either as a whole or by sub- 
committe, to investigate the settlement of all claims arising out of 
federal control of railroads and to report its findings and recommen- 
dations to the Senate. In the conduct of this investigation the com- 
mittee is authorized to summon and compel the attendance of wit- 
nesses and call for and compel the production of books and papers. 





HANDS OFF THE ACT 


Opposition to change in the transportation act has been 
registered in resolutions recently adopted by the directors of 
the Madison (Wis.) Association of Commerce. The resolutions 
call attention to the fact that a period of normal operation has 
not been possible since the passage of the act, due to strikes 
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and disturbed economic conditions. Representatives in Con- 
gress are called on to avoid any change in the present law, at-. 
tention being called to the danger of injuring the carrier’s 
credit during a period of extensive betterments and improve- 
ment of service. “Material changes in the transportation act 
at this time would be injurious to the efficiency of railway 
service and the prosperity of the country as a whole,” it it said. 
Attention is directed specifically to the rate-making sections 
which, it is said, have not had time for a full, fair trial and 
should not be disturbed at the present session of Congress. 

Senator Warren of Wyoming has submitted to the Senate 
a memorial of 1,255 citizens of Wyoming, Colorado, Kansas, Ne- 
braska and Utah protesting against government ownership of 
railroads and any amendment of the transportation act except 
such aS may be recommended by the Commission. 

Senator MeLean of Connecticut has submitted a resolution 
of the Bridgeport (Conn.) Traffic Association prgtesting against 
amehdment or répeal of the transportation act. 

Representative Darrow of Pennsylvania has submitted to 
the House a petition of the Philadelphia Board of Trade pro- 
testing against amendment of the transportation act. 


LA FOLLETTE SEAMEN BILL 
Senator La Follette has introduced a bill (S. 2222) to pro- 
vide séameén on American vessels with a continuous discharge 
book and to provide for “improved efficiency and discipline.” 
The bill amends section 4551 of the Revised Statutes and pro- 
visions of the existing La Follette seamen’s act. The amend- 


ments relate to paying off seamen and as to when they may 
leave vessels, etc, 


WOULD HAVE U. S. BUY CANAL 


Senator Simmons, of North Carolina, has introduced a bill 
(S. 2226) providing for purchase by the governmert of the 
Lake Drummond (Dismal Swamp) canak running from Eliza- 
beth river in Virginia to Pasquotank river in North Carolina. 
The bill appropriates $500,000 for the purpose, 


NEW CONSTRUCTION REGULATIONS 


The Commission has issued a revised order setting forth 
the information required from carriers applying for permission 
to construct lines of railroads or extensions of existing lines 
and to retain excess earnings under section 15-a. 


THORNTON FEARS LARGER SYSTEMS 


The Trafic World New York Bureau 


Sir Henry Thornton, president of the Canadian National 
Railways, speaking before the Bond Club in New York on the 
subject of railroad consolidations, said that the management 
of systems larger than those now existing in this country could 
be Carried on as efficiently as at present. As one factor tend- 
ing to make this feasible, however, he mentioned the develop- 
ment of the wireless telephone and broadcasting as a means of 
bringing about closer relations betwéen management and the 
employes, improving the service and increasing the morale of 
the personnel. He said the Canadian National was installing 
broadcasting stations along all the lines of the company from 
the Atlantic to the Pacific. 2 

Sir Henry spoke of the experience of the British railroads, 
which, after emerging from the war with adequate compensation 
and in excellent physical condition, were amalgamated into four 
large companies. This resulted in a decrease in rates and a 
gain in efficiency, he said. Commenting on the railroad situa- 
tion in this country, he continued: 


I believe that railroad systems may become so big that it would 
become irnpossible for one individual or a Pang Be individuals to run 
them efficiently. In fact, I find the Canadian National Railways too 
widespread for one management to operate successfully. 

This is because a railroad is not a unified plant, but a ribbon 
spread over thousands of miles, with more employes per unit of out- 
put than any other industry. The great problem of the management 
is to make these men do their work in a manner whieh will key up 
the organization as a whole to the highest possible state of efficiency. 


NEW YORK CENTRAL WAGES RAISED 
The Trafic World New York Bureau 


An increase of about five per cent in the wages of engineers 
and firemen on the New York Central and its 18 subsidiaries, 
announced as the result of prolonged conferences, is regarded by 
labor leaders as the entering wedge for advances all along the 
line, while railroad officials express the opinion that it is an 
individual agreement which does not set a precedent for other 
systems. ‘ 

The average estimate of the wage increase granted by the 
New York Central is about $2,000,000 annually. The number of 
men affected is 15,000. The increases are 24 cents a hundred 
miles for passenger service, 36 cents a hundred miles in the 
freight service, and 32 cents a day for hostlers and yardmen. In 
addition, certain working rules objected to by the trainmen were 
abandoned or modified by the railroad. 
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Negotiations with the New York Central began December 
4, and the results were generally awaited by the labor and rail 
men before similar conferences on other roads were pressed to 
conclusion. Leaders of the employes said that this precedent 
“would do much to bring the other roads in line.” On the con- 
trary, railroad officials pointed to the Rock Island agreement, in 
which no wage increases were granted, and said that they hoped 
for similar results in other meetings. 

Spokesmen for the New York Central said they expected 
to meet leaders of the conductors and trainmen soon. The im- 
pression here was that the terms would be made substantially 
the same as those granted the engineers and firemen. Re- 
sumption of conferences on other railroads was expected to be- 
come general. 

Opinions differ as to the value of the concessions in work- 
ing rules made by the New York Central employes. Officials 
of the road consider them important, but not sufficient to offset 
the wage increases. These rules apply locally to the New York 
Central and are not in force on many other lines. The more 
important changes are the discontinuance of the requirement 
that men in freight service between Albany and Syracuse be 
relieved at Little Falls on stoker fired engines, and the discon- 
tinuance of arbitrary mileage allowance on the Pennsylvania divi- 
sion, as well as the modification of arbitrary reporting time on 
the Boston & Albany, Pittsburgh & Lake Erie and the Big Four. 

D. B. Robertson, president of the Brotherhood of Locomotive 
Firemen and Enginemen, accepted the wage increase agreement 
as satisfactory. On this point he said: 


There were many details that we were able to iron out in the 
conferences with the employers. Under a general arbitration plan 
such details never would have been considered. We are very much 
gratified by the result of the conference and we feel that when em- 
ployes and employers meet to discuss their differences as we did there 
is no reason why they should not come to an understanding. 


The original request of the engineers and firemen was for 
restoration of the scale of 1920, which would have been an in- 
crease of about 20 per cent. 


LABOR BOARD DECISION 


In its decision No. 2094, dated January 28, the Labor Board 
has ordered that hostlers and hostlers’ helpers on the Cincin- 
nati, Indianapolis & Western shall be paid the difference be- 
tween what they received between Dec. 10, 1921, and Nov. 1, 
1922, and what they would have received had they been paid 
the wages fixed by the board. During this period hostler work 
on this carrier was farmed out to an outside contractor where 
lower wages were paid the employes than had heen fixed as 
standard by the board. 


RAILROAD WAGE INCREASES 


Voluntary wage increases granted by five southeastern car- 
riers have been filed with the Labor Board. Freight handlers, 
coopers, truckers and laborers on the Chesapeake & Ohio have 
received an increase of three cents an hour, effective December 
1, creating a rate of 38 cents an hour for laborers and 43 cents 
an hour for others. Section foremen on the Charleston & 
Western Carolina, effective December 1, were increased $4.80 
a month, making a new rate of $115 a month. 

Clerical employes on the Nashville, Chattanooga & St. 
Louis have received increases ranging from one to five dollars 
a month, bringing their rates up to a minimum of $55 a month, 
with no increases applying on positions paying more than $133 
a month. 

The Alabama & Vicksburg and the Vicksburg, Shreveport 
& Pacific have distributed an increase of $2,079 a month among 
166 clerical employes in the New Orleans offices, bringing the 
rates up to the level of those paid on other lines. Trick dis- 
patehers on the Richmond, Fredericksburg & Potomac have 
received increases of $6.96 a month, effective De ber 1, 1923. 


: LUMBER SHIPMENTS 


Telegraphic reports to the National Lumber Manufacturers’ 
Association from 882 of the larger lumber mills of the country 
showed a gain in lumber production and shipments for the week 
ending January 26, over the preceding week, with some decline 
in current orders. The first four weeks of 1924 indicate that 
the new year compares favorably with normal years, although 
less than the extraordinary rush of business in the winter of 
1923—that being a record-breaking year. Production has even 
exceeded production in 1928, while there has been a decline of 
about 8 per cent in shipments and 9 per cent in current orders. 

Unfilled orders for 139 Southern Pine Association mills and 
128 West Coast Lumbermen’s Association mills were 848,122,979 
feet, as compared with 858,974,539 for the preceding week. The 
Southern Pine unlled orders were 359,150,514, as against 362,- 
348,774 for the preceding week, and the corresponding figures 
for the West Coast mills by themselves are 488,972,465-and 496,- 
630,765, respectively. 

For all of the mills of the seven regional associations mak- 
ing comparable weekly reports, being 882 mills for the past 
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week and 374 for the preceding week, shipments were 115 per 
cent and orders 117 per cent of production. For the Southern 
Pine mills by themselves these percentages were 116 and 112, 
respectively, and for the West Coast mills 110 and 110. Five 
associations, with 355 reporting mills, whose normal production 
for the week is 222,655,257 feet, showed actual production 97 
per cent of normal; shipments 112 and orders 111 per cent 
thereof. 

The following table compares the lumber movement for the 
three weeks indicated: 


Corresponding Preceding Week 


ro or Week 1923 1924 (Revised) 


DEE eciconcccervessegecs 82 379 374 

WIPEUCHON 6 ois cee os 227,961,420 204,681,865 221,361,006 
Shipments ....s-cccccees 261,400,518 241,344,770 222,759,239 
GIGS cesiccececcccssvces 265,718,091 279,306,206 281,670,285 


The lumber movement for the first four weeks of 1923 and 
for the same weeks of 1924 was as follows: 


Production Shipments Orders 
IS Pt Ry Seer atl ety 786,921,286 854,466,824 980,014,410 
PE OU cece ees ceveveervervetdbe 753,788,788 932,761,199 1,072,188,601 
RODE, TMCPOASE: ~ 600 cv ccervovoncs SE: itcetiiwamee + ahpealiee as eas 
i il, Septet daele ei 78,294,375 92,174,291 


Owing to the incomparability of its current order reports 
the above figures do not include the weekly report of the Cali- 
fornia White and Sugar Pine Association, which states that nine 
of its mills, representing 19 per cent of the cut in the Califor- 
nia Pine region, produced 841,000 feet, shipped 3,655,000, and 
received orders for 3,731,000 feet. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables totaled 
11,794 cars the week ended January 26, according to the weekly 
statement of the Bureau of Agricultural Bconomics of the De- 
partment of Agriculture. The totals from the summary of 
carlot shipments follow: 





Total for week and season regularly subject to revision because 
of the receipts of late and corrected reports from the railroads. 
Asterisks (*) placed at commodity totals indicate that such changes 
have been made for one or more of the states in that group. 

Tuesday, January, 29, 1924. 
Total Total 


this last 
Jan. Jan. Jan. Sea- Sea- Total 
20-26, 13-19, 21-27, son to son to Last 
1924 1924 1923 Jan. 26 Jan. 27 Season 
Apples (western states)— : 
‘ PP rotal ait or 1,187 1,028 50,960 38,002 46,282 
Apples (eastern states)— u 
Pee stal ee 687 : 804 760 55,250 56,615 65,985 
Cabb: 1d)— 
" > Aepage 415 *769 541 *33,214 38,328 41,327 
Cabba new)— 
or Total — 276 246 95 898 380 33,214 
liflower— 
ean ty aah clake 166 119 241 1,957 2,620 4,616 
1 1d)— 
55 “Tote tt 129 340 120 15,833 13,962 14,921 
Cee. 488 366 226 1,096 551 6,398 
efruit— 
Graperal oan 492 418 +e 8,923 oe 17,113 
Lemons— 
Total na 138 185 s¢ 2,339 +* 8,194 
Lettuce— 
, erry 688 860 902 7,682 5,856 27,653 
Mixed Vegetables— 
Total eet 411 433 338 1,659 1,352 23,782 
Oranges— 
Total etaon 1,435 1,321 * 23,665 + 67,947 
Onions— . 
.. ire 405 678 483 22,889 26,025 29,759 
Spinach— 
| 136 *218 287 *2,507 2,288 7,340 
Strawberries— 
EE die ¢ 0:4 61 44 48 161 83 17,896" 
Sweet Potatoes— 
_.. Seer 243 275 378 12,180 16,013 21,564 
Tomatoes— 
_ 184 139 65 500 159 23,654 
Summary Potatoes— 
Leading 
Sections, 
Late Crop.4,009 3,757 4,304 108,628 107,981 186,035 
etn 6 
Sections, 
Late Crop. 39 66 99 14,104 25,533 27,170 
Early Crop. 14 8 6 33,186 40,897 40,923 
Total .4,062 *3,831 4,409 *155,918 174,411 254,128 


** Unavailable. 


REVENUE FREIGHT LOADING 


Revenue freight loading the week ended January 19 totaled 
895,276 cars, as compared with 872,265 cars the preceding week 
and 864,297 and 731,109 cars the corresponding weeks of 1923 
and 1922, respectively, according to the weekly statement of the 
car service division of the American Railway Association. 

Loading by districts the week ended January 19 and the 
corresponding week of 1923 was as. follows: 


Eastern district: Grain and grain products, 9,160 and 7,044; live 
stock, 4,087 and 3,244; coal, 53,436 and 53,655; coke, 2,682 and 2,662; 
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forest products, 6,940 and 5,494; ore, 1,345 and 1,903; merchandise, 
L. C. L., 61,946 and 53,002; miscellaneous, 79,670 and 70,661; total, 
1924, 219,216; 1923, 197,665; 1922, 177,332. 

Allegheny district: Grain and grain products, 2,546 and 2,888; live 
stock, 3,281 and 2,999; coal, 52,314 and 53,160; coke, 5,906 and 7,076; 
forest products, 3,424 and 3,059; ore, 2,190 and 2,420; merchandise, 
LC. » 45,330 and 42,533; miscellaneous, 66,837 and 67,635; total, 
1924, 181,828; 1923, 181,770; 1922, 146,452. 

Pocahontas district: Grain and grain products, 255 and 266; live 
stock, 102 and 72; coal, 28,418 and 22,669: coke, 403 and ‘606; forest 
products, 1,403 and 1,485; ore, 114 and 168; merchandise, ks, 
6,290 and 5,793; miscellaneous, 3,917 and 3,502; total, 1924, 40,902; 
1923, 34,461; 1922, 30,983. 

Southern district: Grain and grain products, 4,473 and 5,050; live 
stock, 2,493 and 2,407; coal, 28,482 and 25,229; coke, 1,013 and 1,246; 
forest products, 22,222 and 23,731; ore, 1,543 and 1,319; merchandise, 
Li. <b 412 and 37,441; miscellaneous, 40,407 and 42,080; total, 
1924, 139,045; 1923, 138,503; 1922, 111,954. 
Northwestern district: Grain and grain heme 12,118 and 16,- 
120; live stock, 11,740 and 10,158; coal, 9,752 and 9,666; coke, 1,662 
and 1,853; forest products, 20,466 and 19,337; ore, 692 and 1,014; mer- 
chandise, L. C. L., 24,548 and 25,740; miscellaneous, 30,447 and 30,- 
771; total, 1924, 111,425; 1923, 114,659; 1922, 96,827. 

Central Western district: Grain and grain products, 13,912 and 
12,547; live stock, 13,601 and 11,700; coal, 25,185 and 23,318; coke, 
273 and 350; forest products, 9,028 and 8,658; ore, 2,519 and 2,868; mer- 
chandise, L. C. L., 33,643 and. 32,946; miscellaneous, 45,233 and 48,- 
086; total, 1924, 143,394; 1923, 140,473; 1922, 112,900. 

Southwestern district: Grain and grain eaaete. 4,980 and 4,344; 
live stock, 2,494 and 2,621; coal, 7,107 and 5,081; coke, 223 and 125; 
forest products, 7,984 and 8,149; ore, 319 and 457; merchandise, L. 
Cc. L., 14,140 and 13,327; miscellaneous, 22,219 and 22,622; total, 1924, 
59,466; 1923, 56,766; 1922, 54,661. 

Total, all roads: Grain and grain products, 47,444 and 48,259; live 
stock, 37,748 and 33,201; coal, 204,694 and 192,778; coke, 12,162 and 
13,818; forest products, 71,467 and 69,913; ore, 8,722 and 10,149; mer- 
chandise, L. C. , 224,309 and 210,782; miscellaneous, 288,730 and 
285,397; total, 1924, 895,276; 1923, 864,297; 1922, 731,109. 


OPERATING STATISTICS 


Net ton-miles totaled 38,159,000,000 in November as com- 
pared with 38,077,000,000 in November, 1922, and 424,167,000,000 
for the eleven months ended with November, as compared with 
339,609,000,000 for the same period of 1922, according to oper- 
ating statistics compiled from reports representing 176 class I 
roads, exclusive of switching and terminal companies, by the 
bureau of statistics of the Commission. 


Loaded car-miles in November totaled 1,410,750,000 as against 
1,349,935,000 in November, 1922, and 15,195,505,000 for the eleven 


months as compared with 12,719,995,000 for the same period 
of 1922. 


Empty car-miles in November totaled 766,040,000 as com- 
pared with 651,858,000 in November, 1922, and 7,828,448,000 for 
the eleven months as compared with 6,185,249,000 for the same 
period of 1922. 


Car-miles per car-day averaged 29.3 in November as against 
27.1 in November, 1922, and 28 for the eleven months as com- 
pared with 23.3 for the same period of 1922. 


Net tons per loaded car averaged 27 in November as com- 
pared with 28.2 in November, 1922, and 27.9 for the eleven 
months as compared with 26.7 for the same period of 1922. 


COAL PRODUCTION AND SHIPMENT 


“The production of soft coal slackened somewhat in the third 
week of January, and the total output declined to 11,621,000 net 
tons,” the Geological Survey said in its current weekly coal re- 
port, which follows in part: 


Despite this decrease of 328,000 tons, the rate of output remained 
well above that in November and December. 

Preliminary reports on loadings on the first two days of the week 
(Jan. 20-26) indicate a further decrease in output to between 11,200,- 
000 and 11,400,000 tons, 


The production of anthracite appears to have found a memnperery 
level just above 1,800,000 tons per week. The total output in the 

week ended January 19 is estimated at 1,884,000 net tons. This figure 

is based on railroad reports of cars loaded and includes an allowance 

for mine fuel, local sales, and the production of dredges and wash- 

—. In the corresponding week a year ago 2,010,000 tons were pro- 
uced. 


Preliminary estimates place the output of soft coal, including 
lignite, coal coked at the mines, mine fuel and local sales, during 
December, at 40,165,000 net tons. This was a decrease from the No- 
vember figure of 2,781,000 tons, and it was the lowest monthly total 
recorded during the year. In comparison with the corresponding 
month in the nine years preceding, the output in December, 1923, 
exceeded that in the three years, 1914, 1919 and 1921, but was less than 
that in the other six years. 


The total output during 1923 is now estimated to have been_545,- 
758,000 net tons, the fourth highest annual production on record. In 
fact, when the results of the annual mine canvass become available 
it would not be surprising if the final total should exceed that in 1917. 
As the figures now stand the output in 1923 exceeded the average of 
the preceding nine years by nearly 62,000,000 tons, or 13 per cent. 

The all-rail movement of bituminous coal into eastern New York 
and New England increased sharply from 2,664 cars to 3,375 cars in 
the week ended January 19. This was a gain of nearly 27 per cent. 
The rate of anthracite movement was practically the same as in the 
preceding week, and a total of 3,265 cars was forwarded. 

Tidewater business through Hampton Roads continued to_ in- 
crease during the week ended January 19. Dumpings over the three 
coal piers totaled 370,728 net tons, an increase of 51,225 tons, or J 
per cent. The principal factors in the improvement were increast 
of 22,138 and 17,064 tons, respectively, in dumpings for New Engian 
consignees and the other coastwise trade. 
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APPOINTMENTS CONFIRMED 


The Trafic World Washington Bureau 


Acting on a favorable report from the Senate commerce 
committee, the Senate, January 28, confirmed the nominations 
of W. S. Hill of South Dakota, F. I. Thompson of Alabama, and 
Bert E. Haney of Oregon as members of the Shipping Board. 
It was rumored that Hill might be selected as chairman by the 
President because of a contest for the chairmanship between 
Commissioners O’Connor and Plummer. 

Edward P. Farley, who succeeded A. D. Lasker as chair- 
man of the Shipping Board, and who resigned after the Senate 
commerce committee rejected his nomination on the ground 
that he could not qualify as a representative of the interior 
because his legai residence was in Chicago, formally severed 
his connection with the board January 29, when President 
Coolidge accepted his resignation. The White House made pub- 
lic a letter from the President to Mr. Farley commending him 
for “the disinterested and efficient service which you have 
rendered to the government in every matter that has come un- 
der my observation.” 

The following sketch of Commissioner Hill, who took the 
oath of office January 30, along with Commissioners Haney and 


Thompson, who were reappointed, was given out at the board’s 
offices: 


W. S. Hill was born in Edgar county, Ill., June 3, 1863. In 1869 
his parerits moved to Wayne county, Ia., where Mr. Hill lived until 


_— wre he moved to Dakota territory. His present home is Mit- 
chell, 


Mr. Hill operates a farm of 1,520 acres and is engaged in raising 
high grade live stock, grain and alfalfa. He specializes in pure bred 
red polled cattle, his herd being the largest of that breed in America. 

Mr. Hill has served on the South Dakota State Board of Agri- 
culture for eighteen years and has been president of that organization 
for the past twelve years. He was appointed to this position by 
Senator Norbeck when the latter was governor of South Dakota. 
For two years, 1921 and 1922, Mr. Hill was president of the South 
Dakota Farm Bureau Federation and is at present chairman of its 
legislative committee. During the war he was a member of the 
State Council for Defense. 


As a director of the Chicago Producers’ Commission Association, 
Mr. Hill has been one of the most active men in the building of 
that organization, which is the largest livestock commission concern 
in the Chicago market. The Chicago organization is one of fourteen 
units that make up the National Livestock Producers’ Association, 
rated the largest co-operative marketing concern in the world, com- 


prising about 100,000 shippers. The Chicago association handles an 
average of 500 cars a week. 


DOLLAR NEGOTIATES FOR SHIPS 


The Trafic World Washington Bureau 

Stanley Dollar, president of the Admiral Oriental Line, ne- 
gotiated with Fleet Corporation officials January 30 for the pur- 
chase of the ten “535” President ships now being operated out 
of Pacific coast ports. The Admiral Oriental Line operates five 
of the vessels out of Seattle and the Pacific Mail operates five 
out of San Francisco in the Far East trades. Mr. Dollar said 
he hoped to get the ships but that if he and the board could 
not come to terms in the near future he would drop negotia- 
tions. The Pacific Mail also is understood to desire to acquire 
ownership of the vessels. 

Mr. Dollar said President Palmer and members of the board 
would be invited to attend the sailing of the President Adams, 
one of the seven “502” ships the Dollar Line bought from the 
board, from New York, February 7. This will be the second 
of the seven ships to start on the round-the-world service insti- 
tuted by the Dollar Line. Mr. Dollar said American shippers 


— patronizing the round-the-world service to a gratifying 
egree. 


OCEAN RATES MAINTAIN STRENGTH 


The Trafic World New York Bureau 

Sharp advances in charter rates last week, accompanied by 
strength in grain rates on regular liners, were well maintained, 
despite conflicting views as to the duration of the British rail- 
way strike. While the advances the first part of the week were 
undoubtedly due to the fact that British coal exporters were 
forced to cover their commitments abroad by placing orders in 
the American market, there was other evidence that the mar- 
ket trend was upward. Shipowners were reluctant to fix their 
vessels at rates which shippers considered justified, preferring 
to await further developments in the belief that still better prices 
could be obtained. : 

Considerable attention was given to the fixing of a vessel 
in London for a shipment of coal from Hampton Roads to Monte- 
video at about $3.70 a ton, compared with the last previous fix- 
ture at $3.15 a ton. 

The tanker trade reported continued increases in rates. A 
Shipping Board vessel was chartered from California to New 
York at 75 cents a barrel. Also there were confident predictions 
that the tanker rate from the Gulf to Hamburg would reach 50 
cents a barrel in the near future, and 45 cents from New York 
to Hamburg. 


Advances in the coal trade were held back by the belief of 


. 
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shippers that the sharp increases would discourage purchases 
abroad. This view appeared justified to some extent by the lack 
of activity in shipments to the Continent and the Mediterranean. 
Prospective customers preferred to await developments but ad- 
mitted that a prolonged rail strike would force them into this 
market at higher prices, especially in view of the recent im- 
provement in charters in the Pacific, River Plate, Australian, 
and eastern trades. The outstanding feature of the coal trade 
was the fixture of a vessel from the U. S.. North Atlantic to Port 
Said at about $4.40 a ton, which caused other owners to ad- 
vance their prices for tonnage to Italy from $3.25 to $3.40 and 
$3.50 a ton. One boat was fixed to Rio at $3.15, but on later 
tonnage owners were asking $3.40 to $3.50 a ton. 

Only one vessel was chartered in New York for grain. This 
was to West Italy at 164%4 cents per 100 pounds for February 
loading. Charterers on the Pacific Coast were more active at 
higher rates to the United Kingdom, Continent and the Far 
East, according to Funch, Edye & Co. Berth rates to the United 
Kingdom, Dutch and Danish ports were also up about one cent 
per 100 pounds, due largely to the fact that general cargo was 
offering more freely for regular liners and the demand for grain 
to fill space was not so pressing. 

The sugar market, particularly on vessels from Cuba to the 
United Kingdom and Continent, was firm. Rates ranged from 


20 to 24 shillings a ton, depending on the size of the vessels 
required. 


OPPOSES SOUTHERN RATE CHANGES 


The Trafic World New York Bureau 


Officials of steamship lines operating from New York to 
Europe are protesting to the Shipping Board against the move- 
ment started by R. L. McKellar, foreign freight traffic manager 
of the Southern Railway Company, to obtain export rates by 
government vessels from south Atlantic ports equal to the New 
York rates. Local shipping men declare that the present rail- 
and-water rates are not unfair to the southern ports, consider- 
ing the length of railroad and ocean hauls, and that the Mc- 
Kellar proposal would, in effect, be a distinct advantage to those 
points. 

The normal movement to Europe from Chicago is through 
New York, which is the most direct route, and a differential 
in favor of Jacksonville is not only uneconomic but unjustified 
by any other reason, according to New York officials. 

Mr. McKellar’s illustration of the movement of agricultural 
implements from Chicago to French ports has been analyzed 
on the basis of present and proposed rates. The railroad rate 
from Chicago to New York is 47.5 cents per 100 pounds, or $10.64 
aton. The rail rate to Jacksonville is 41.5 cents for 100 pounds, 
or $9.30 a ton. The ocean rate from New York to French 
ports, on the basis of one weight ton equaling two measure- 
ment tons, is $10, while the Jacksonville rate is $11.60. The 
rail-and-water rate by way of New York is $20.64 a ton, com- 
pared with $20.90 a ton by Jacksonville, which is a longer route. 
If the steamship rates were equalized, as suggested by Mr. 
McKellar, the combined rate per ton by New York would be 
$20.64 against $19.30 by Jacksonville, a differential in favor of 


the latter port of $1.34 a ton. If points lower down the Mis- 


sissippi and Missouri river. territories are taken, the advantage 
in favor of Jacksonville:;would be correspondingly greater. 
'~ Jn the opinion of local shipping men, this would be a dis- 


+ ego against New York without any economic justifica- 
tion. 


WOULD ABOLISH SHIPPING BOARD 


Senator Walsh, of Massachusetts, has introduced a bill pro- 
viding for abolition of the Shipping Board, transfer of its func- 
tions to a bureau of merchant marine in the Department of Com- 
merce, and retention of the Fleet Corporation as the government 
agency for operating the. government merchant marine. A com- 
missioner of merchant marine would head the proposed bureau 


in the Commerce Department. Explaining the measure, Sena- 
tor Walsh said: 


The commissioner of merchant marine, under the direction and 
control of the Secretary of Commerce, is vested with the power now 
possessed by the board to investigate and regulate shipping. 

The power to sell and dispose of the merchant fleet owned by the 
United States is also vested in the commissioner of merchant marine. 
The commissioner is directed to investigate the necessities and re- 
quirements of the foreign and coastwise trade of the United States 
and to determine what steamship lines should be established for the 
purpose of promoting, developing, expanding and maintaining the 
foreign and coastwise trade of the United States. 

It provides for establishment of such lines under Pbk owner- 
ship and control if possible, and gives preference for the purchase of 
vessels for establishment of such lines to citizens who have the sup- 
port, financial and otherwise, of the domestic communities of the 
United States primarily interested in their establishment. 

In the event private capital cannot be interested, operation of the 
lines is directed by the Emergency Fleet Corporation. The object is 
to insure an adequate and permanent American merchant marine, 
owned and operated by private capital, if possible, otherwise to be 
operated directly by the government. 

This bill — officers of the navy to volunteer, subject to the 
approval of the Secretary of the Navy, for service on merchant ves- 
sels operated by the fleet corporation, and makes provision for the 
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training of American-born boys aboard government operated ves- 
sels as a means of providing a constant supply of American citizens 
trained as officers of merchant vessels. 

The expense of maintaining this naval reserve service is to be 


defrayed from revenue derived from sale of ships by the Department 
of Commerce. 


Provision is made for making the merchant marine and naval 
auxiliary by transferring all vessels suited and‘ necessary for mili- 
tary and naval purposes to the War and Navy departments in time 
of war or emergency by order of the President. 


TRADE WITH GERMANY IMPROVES 


The Trafic World New York Bureau 


The increase in shipments from this country to German 
ports, which developed early in December, is being well main- 
tained, according to officials of the United American Lines, who 
said their vessels were booked full for eastbound voyages 
through February. Westbound traffic has also held up well, 
despite advances in rates of about 25 per cent, effective the first 
of the year, it was said. The improvement on vessels now in 
the service was attributed in part to the withdrawal of the 
faster liners for winter passenger cruises, but, aside from that, 
it was said that business was consistently better. 

The question of an increase in rates on eastward traffic to 
Continental is now being discussed among the officials in that 
trade, who feel that the tariffs should be brought in line with 
the recent advances to the United Kingdom, but no decision is ex- 
pected until the next meeting of the conference in New York 
in March. 

Officials of the North Atlantic Lines to Porto Rico said 
that forward bookings continue in good volume, despite the 25 
per cent increase in rates effective in that trade on February 15. 
The matter of a similar increase from Gulf ports is*to be dis- 
cussed at a meeting of those lines to be held in New Orleans 
about the middle of February. 

Thomas J. Kehoe, eastern manager for the Admiral Ori- 
ental Line, who has just returned to New York after a trip to 
Pacific Coast ports, said that shipping conditions on the Pacific 
are excellent and that further improvement is expected in 1924. 
Most of the $300,000,000 silk trade from Japan is now handled 
by the fast Shipping Board liners operated by his company, he 
said. As late as 1918 more than 80 per cent of this business 
was carried on Japanese vessels. 

The first meeting of the eastern freight agents of the Dol- 
lar Line and the North Atlantic & Western Steamship Com- 
pany, since the consolidation.of the services of the two com- 
panies on October 1, was held in New York on Wednesday. 
Officials were present from Chicago, Baltimore, Philadelphia, 
Boston and Portland, Me. The purpose of the conference, ac- 
cording to President Charles E. Ware, Jr., of the Nawsco Line, 
was to co-ordinate the services of the two lines. 

“There has been some improvement recently in the inter- 
coastal trade,” said Mr. Ware. “Lumber rates have advanced 
from $12 to $14 and I look for a further increase.” 


BUREAU OF SHIPPING GAINS 


The Trafic World New York Bureau 


“Normalcy” in foreign trade and shipping cannot be at- 
tained until European affairs are settled and until our own 
legislators “entirely disregard political purposes and act sanely 
on tax, railroad, and shipping matters,” President Stevenson 
Taylor of the American Bureau of Shipping said at the annual 
meeting of that institution in New York last Tuesday. He 
added that it was no consolation that “our great rival, the 
United Kingdom, is in greater difficulties and as uncertain in the 
matter of shipping as we are in the United States.” 

Concerning the affairs of the bureau, Mr. Taylor reported 
that, despite the depression in shipping activities generally, the 
organization had had a fairly prosperous year, with income and 
outgo about balancing, which was a much better showing than 
last year. 

The board of managers adopted a resolution authorizing 
the payment of $100 in gold annually to the member of the 
graduating class of each American institution of learning, 
where naval architecture and marine engineering are taught, 
who attains the highest average of scholarship throughout the 
entire course. This fund was established to encourage the 
study of these subjects. 

Mr. Taylor reported also that of all the ships built and 
classified in American shipyards during 1923, a total of 94.94 
per cent were classed by the American Bureau of Shipping. 

Present officers were re-elected, and Walter Wood Parsons, 
vice-president of the Atlantic Mutual Insurance Co., was 
elected vice-president to fill the vacancy caused by the death 
of A. C. Pessano. 


U. S. WATER TRADE 


The Trafic World New York Bureau 


The port of New York, in the calendar year 1922, handled 
55 per cent of the total value of the water-borne commerce of 
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the United States and 30 per cent of the volume, according to the 
annual report of the Chief of Engineers of the War Department. 
The ten next largest ports handled 41.7 per cent of the value and 
39.4 per cent of the volume. 

The relative ranking of the other ports in value was as fol- 
lows: San Francisco, 7.5 per cent; Philadelphia, 7; Boston, 4.3; 
New Orleans and Galveston, 4 each; Baltimore, 3.8; Newport 
News, 3.6; Seattle, 3.2; Los Angeles, 2.5, and Portland, Ore., 1.8. 

The ranking of the same ports in volume was: Philadelphia, 
8.6; San Francisco, 4.8; Newport News, 4.6; Boston, 4.5; Balti- 
more, 4.2; Los Angeles, 3.3; New Orleans, 3.2; Portland, Ore., 
2.7; Seattle, 1.8; Galveston, 1.7. 


The report comments as follows on the commerce of New 
York: 


_ The total unadjusted commerce of the Port of New York, includ- 
ing channels and waterways listed in this table, is 123,391,439 tons, 
valued at $11,059,631,134. These totals include commerce within the 
port itself, which, in some cases, is credited twice. For instance, in 
intraport traffic credited to the Hudson River channel as a shipment 
may appear again as a receipt in the statistics for the East River. 
Eliminating all known duplication, the total water-borne commerce 
of the Port of New York during the calendar year 1922 is found to be 
86,629,554 tons, valued at $8,545,860,512, consisting of 23,665,269 tons 
foreign, valued at $3,433,518,714; 21,771,541 coastwise, valued at $2,401,- 


662,835, and 36,761,885 tons of intraport and local traffic, valued at 
$2,513,770,622, 


The adjusted tonnage of the ports of the Atlantic, Guif and 
Pacific coasts and the Great Lakes totals 309,343,399 tons, valued 
at. $15,549,782,270. 


BOARD SELLS SHIP 


The Shipping Board has announced the sale of the Otsego, 
an ex-enemy cargo vessel of 5,160 deadweight tons, to Libby, 
MeNeill & Libby of Chicago, Ill. 


FLEET CORPORATION AFFAIRS 


President Palmer, of the Fleet Corporation, on his return to 
Washington from New York this week, said he had not dis- 
cussed with the ship operators the question of modifying the 
managing agency agreements or consolidation of services. He 
said nothing definite had been agreed on as the result of the 
conferences between the Shipping Board committee and the 
operators on those subjects and that he was going over the in- 
formation obtained as the result of those negotiations. 


PROTEST AGAINST FILIPINOS 


Andrew Furuseth, head of the seamen’s union, and other 
representatives of the seamen, protested to President Palmer, 
of the Fleet Corporation, January 30, against employment of 
Filipinos as stewards on Shipping Board vessels. Mr. Palmer 
said the protest would be taken under consideration. The sea- 
men’s representatives said they had protested to the board in 
August, 1921, but that no action had been taken. 


PARCEL POST TO FOREIGN COUNTRIES 


Paul Henderson, second assistant Postmaster-General, has 
issued the following notice to postmasters: 


Parcel-post packages for certain foreign countries are required to 
be accompanied by’ two and in some cases more than two copies of 
the customs declaration, properly completed and securely attached to 
the parcel, the exact number of declarations required in each case 
being indicated in the table on pages 172 to 179 of the current annual 
Eg Guide and in the table on pages 17 to 29 of the November 

uide. 

There are received daily at the office of New York from other 
postofices many parcel-post packages (registered and ordinary) 
bearing only one copy of the customs declaration, but which, as 
indicated in the above mentioned tables, should have been accom- 
panied by two and in some cases more than two copies of the 
declaration, the failure to properly prepare the parcels entailing upon 
the New York postoffice considerable additional work because of 
the need for the preparation of the additional customs declaration 
or declarations required. 

In order to assure the proper preparation of parcel-post pack- 
ages for foreign countries, it is suggested that postmasters desig- 
nate one or more experienced clerks to examine all parcels for 
foreign countries before they are allowed to go forward to the ex- 
change Office of dispatch. In the case of postoffices maintaining 
branches or stations, it is suggested that all parcel-post packages 
for abroad be forwarded to the main office for final examination 
before dispatch. 


‘ All postmasters are urged to give careful attention to the fore- 
going. 


. BRITISH SHIPPING IN 1923 


“The past twelve months have brought small realization of 
any hope’ that existed at the beginning of the year for an im- 
provement of the British shipping situation,’ says Commercial 
Attache Walter S. Tower, London, in a report to the Department 
of Commerce. “While shipowners and operators have found 
more employment for their tonnage, rates have been so low 
that the effect on earnings was imperceptible.’ Continuing, 
Mr. Tower, in part, says: 


It is the common opinion in Great Britain that, with international 
political, economic and financial conditions so uncertain, it is impos- 
sible to forecast the immediate prospects for British shipping. It 1S 
generally agreed, however, that although employment may continue 
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to increase during 1924, there can be no great or lasting improvement 
of freight rates as long as there is so much idle tonnage and as long 
as European trade conditions remain so unsettled. 

; The general tendency during 1923 was to emphasize the depress- 
ing effects of surplus and idle tonnage on freight and charter mar- 
kets and to look for no real improvement until world trade expands 
sufficiently. to absorb the tonnage which is waiting to take advan- 
tage of any upward turn of rates. During the first part of the year 
rates rose somewhat, although still below the level of corresponding 
months of 1922. Summer rates were the lowest average touched since 
the war, and only slight improvement has occurred since then. The 
following index numbers compiled for the Chamber of Shipping of 
the United Kingdom furnish a convenient means of comparing con- 
ditions from month to month: 


INDEX NUMBERS OF OCEAN FREIGHTS AND TIME CHARTERS 
DURING 1923 
(1920—100 Per Cent) 
Ocean Time Ocean Time 
Month, 1923 freights charters Month, 1923 freights charters 


SITE 6g oa centr 29.4  < Sie i ey 27.6 20.9 
POOTUOTY .occcccvic 28.9 SR, | NS cal ap 06 oe 25.0 20.2 
i Seer 29.4 23.7 .September ........ 26.4 19.4 
A Se 32.2 23.9 Octener .....00.25% 27.3 19.4 
BE cts hae cs awe cen 30.8 23.5 November ........ 27.3 19.4 
Se org ees 28.7 21.8 December ........ * - 


*Data not available at time of writing. 

In this connection three points are worth noting. Time charters 
are finishing the year at‘ the:lowest level, and they are commonly sup- 
posed to be a sure index of the state of shipping. For three months 
the time-charter index has been steady, a fact which might be taken 
to indicate that the bottom has been touched; but similar periods of 
steadiness, lasting three or four months, were experienced in 1921 and 
1922, only to be followed by further declines. Ocean freights in the 
midst of summer stagnation dropped practically to the pre-war 
average, which means that at present they average only about 10 per 
cent above 1913 rates. 

With all costs and general price levels relatively much higher, it 
is easy to understand that earnings of shipping have suffered. Strong 
liner companies are supposed to be making some profits, although not 
enough to maintain former scale of dividends without drawing. on 
reserves. For most tramp owners and some of the small liner com- 
panies, it is generally believed to have been a choice between loss 
from operation and loss from lying idle in port. 

Idle tonnage in British ports has averaged less than in 1922, as 
shown by the following figures: 


TONNAGE OF VESSELS LAID UP IN BRITISH PORTS IN 1923 


British Total 
Date, 1923 ; 1922 1923 1922 1923 
BS i SERRE eerrere rt. 1,179,500 671,900 1,307,600 732,200 
pe See eee cers ee oP 734,200 506,400 836,600 546,500 
De Se core 1,025,700 667,500 1,112,300 709,100 
CC eae IE ee eer ree Ae 752,500 727,100 824,600 755,100 


The situation toward the latter part of the year was somewhat 
less encouraging than in the first quarter, but the figure for January 
1 is not expected to be as large as that for October 1. The logical 
conclusion, therefore, is that owners have found it desirable to keep 
a larger amount of- their tonnage going, in spite of the prevalence of 
lower freight and charter rates. The explanation for this condition 
is suggested by the fact that the movement of ships with cargo at 
British ports has regained its pre-war volume. 


THE ALASKA RAILROAD. 


Improved transportation facilities, both passenger and 
freight, just inaugurated between the United States and Alaska, 
marks a new era in the commercial prosperity of the territory, 
according to Major J. C. Gotwals, chief engineer of the Alaska 
Railroad, who arrived in Washington on official business this 
week from anchorage. Major Gotwals called upon Secretary 
of the Interior Work. In a statement regarding conditions in 
Alaska, he said: 


Regular weekly passenger and freight traffic between Seattle and 
Seward has been maintained during the past winter. - Previously, 
boats at ten-day intervals were the rule through the winter season. 

Another development for the benefit of Alaska is the purchase of 
the magnificent steamship, Colon, by the Alaska Steamship Company, 
which will be placed in the Alaska service under the name of the 
steamship Yukon. This new ship is a luxurious passenger liner with 
excellent accommodations for 300 first-class passengers, as well as 
carrying 3,000 tons of freight. 

Last year the steamship company purchased the steamship Alaska, 
another dé luxe steamship, and these two vessels will give the travel- 
ing public to Alaska a service equal to the Atlantic-European lines. 


Major Gotwals, as its chief engineer, now has charge of 
the engineering work of the government railroad in Alaska. 


POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DEMAND 
and THE TRAFFIC WORLD is the logical medium for getting the 
men and the positions in touch with each other. The rates for 
classified advertisements are as follows: First insertion, $1.00 per 
line, minimum charge $3.00; succeeding insertions, per line, 50c; 10 
words to the line; numbers and abbreviations counted as words; 











6 point type; payable in advance. Answers to keyed advertisements- 


forwarded free and all correspondence held in strict confidence. The 
TRAFFIC WORLD, 418 South Market Street, Chicago, Ill 





WANTED—Traffic work, railroad, industrial or commercial or- 
ganization; permanent; temporary or assisting in special and emer- 
gency cases. Address “XYZ,” care Traffic Worldy Chicago, Ill. 








WANTED—100,000 more shippers and carriers to help put the 
thieves out of business with Edgar Security First Steel Seals. No 
hidden springs or catches to be manipulated in covering up theft. 
Sales Department, 'The Edgar Steel Seal & Manufacturing Company, 
Lawrence, Kans. 
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SYRACUSE, N. Y. 


Flagg Storage Warehouse 
TWO FIREPROOF WAREHOUSES 
Storage of General Merchandise and Household Goods 


EXPERT WAREHOUSE SERVICE 
Centrally located to all jobbers and freight houses. Private siding 
Correspondence Solicited. 100 Townsend St., SYRACUSE, N. Y. 


Eagle “Mikado” Pencil No. 174 


Made in Five Grades 
Reg.U.S.Pat.Off., Canada and other countries 
be yim | 174 = x 


Regular Length, 7 Inches 
Ask for the Yellow Pencil withthe RED Band—EAGLE MIKADO 


EAGLE PENCIL COMPANY, NEW YORK 





Petry Express & Storage Co. Inc. 
TRENTON, N. J. 
MERCHANDISE STORAGE WAREHOUSES 


POOL CARS CHECKED AND DISTRIBUTED 
HORSE DRAWN AND MOTOR EQUIPMENT 
Member American Warehousemen’s Association 


Kedney Warehouse Co. 


Merchandise Storage and Distribution 
Minneapolis—St. Paul—Grand Forks, N. D. 


Members A. W. A.—C. W. C.—Minn. W. A. 












Merchandise Storage and Pool Car 
saniaeteace Distribution —=,s:2.0 
CROOKS TERMINAL WAREHOUSES 


CHICAGO, ILL. KANSAS CITY, MO. 





COLUMBUS 






MERCHANDISE WAREHOUSES 
Located best to serve as your warehouse. Pool car distribution—store door delivery. 


PheitLlLe COTTER WAREHOUSE Company 


Executive Offices: 40 West 3rd Street 
MANSFIELD, OHIO 









TOLEDO MANSFIELD 


JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 
Prompt and intelligent service. 
References: Any jobber, banker or transportation man in the city. 


DEEP WATER AND RAIL CONNECTIONS 


CHICAGO 


STORAGE OF MERCHANDISE 
DISTRIBUTORS OF POOL CARS 


Over night service to all points on Chicago, Aurora & Elgin Elec- 
tric Lines and its connections. Direct delivery to all Truak Line 
floors via Chicago Tunnel. All without cartage charges. 


SOO TERMINAL WAREHOUSE 


519 W. Roosevelt Road *“‘The Economical Way”’ 
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CANADIAN PACIFIC STATEMENT 


The Trafic World Ottawa Bureau 


The Canadian Pacific statement for the calendar and fiscal 
year ended December 31 was issued this week. A substantial 
increase in net earnings for December makes a favorable show- 
ing for the twelve months. Net earnings for the year are the 
highest shown since 1917 and gross earnings are the greatest 
since 1920. The seven per cent dividend usually paid on the 
common stock out of railway account was easily earned. 

Gross earnings for December were $19,136,674, as compared 
with $17,365,639, an increase of $1,771,035. Working expenses 
were $15,180,546, as compared with $13,900,834, an increase of 
$1,279,712, leaving net profits at $3,956,127, as compared with 
$3,464,804, an increase of $491,322. 

Gross earnings for the twelve months were $195,837,089, as 
compared with $186,675,035, an increase of $9,162,053. Working 
expenses for the year were $158,358,079, as compared with $150,- 
373,344, an increase of $7,984,734, leaving net profits for 1923 
from railway account at $37,479,010, as compared with $36,- 
301,691, or an increase of $1,177,319 over 1922. 


The deductions before dividends on common stock in 1922 
were as follows: 


I aoa die) a acalerntkndatans- gid Couns io ndeemaueswommenvnall $13,348,905 
Pension fund 


SOPH HEHEHE HEHEHE HEHE SESE HEHEHE EEE EEE 


3,227,276 
| I ee ee eles mee 5 die dew dail $17,076,181 


With net profits of $37,479,010, and charges assumed to be 
on the same basis as in 1922, a balance of $20,402,829 would 
be available for ordinary shareholders, or 7.8 per cent on the 
$260,000,000 of common stock. Only $18,200,000 is required from 
railway account for the payment of the seven per cent dividend, 
the balance being paid from land and other special sources. 
The profits from such sources averaged nearly $11,000,000 in 
the last three years, so there would seem to be a considerable 
balance for surplus account. 

The statistics for December and for the twelve months in 
the last two years are as follows: 


Cee eee EHH HEE HHH HEHEHE HEHEHE HE EEE EE 


—December— 
1923 Inc. 
ES a Schwein tolpioimed. 3 0.000 pues $ 19,136,674 $ 17,365,639 $1,771,035 
Working expense.......... 15,180,546 13,900,834 1,279,712 
SE de ctibeecteduamer $ 3,956,127 $ 3,464,804 $ 491,322 


The figures for the year 1923, compare with those of 1922, as 
follows: 


—Twelve Months— 
1923 192 Ine. 
SE line k dt ien « vs’ Geld, cg $195,837,089 $186,675,035 * $9,162,053 
Working expense ......... 158,358,079 150,373,344 7,984,734 
Deine jhe dé hi 0a wee ot $ 37,479,010 $ 36,301,691 $1,177,319 


Gross and net earnings for each month of 1922 and 1923 
were as follows: 


1923 Net 
ee aa nn ow einle aba naee eaaeeee $3,956,127 
EY Whe Liniveh ocbv cet ac eUen s dt Kees Je% ,110,470 
October ...,....... 8,160,988 
September ........ »497,971 
NERS Cae SKE ERAT REP 3,117,058 
RENN ae sd ops vcb gees hte s bes nneeeeene .070,034 
RE IE L.'s od acto Reese eet wadecedse tego 2,422,000 
PT Naa as bile thoes ooh Me oa a0 PN ON HS dee 40.00 He's 1,998,247 
ANS oo a'hc's Uo bad. enill Un be seri edoke « tpibus 1,950,879 
NR te. oa gene Meee sa sh eh gieee ee oe a gt 
NEL vg cuba donne ME Sb eae ee bir eee etee ‘ 
January’ Td eae rela ln et eda € dag 720,026 

19 
NS Sc ck db aeded steep ie Cees cededens 3,464,804 
I Cae 36.6 oaile ch dee Wehbe 45 Bien neere 06.6% 5,725,792 
Na ss 6 dank och 24 Gaede un Uclet C849o06 7,802,744 
edie 5 ba Sire ehbs $4 PES Cee COR 4,585,932 
A kd inc. 4 idoT db dele 64s oo edieweadeewe¢ 2,946,436 
Te Dyno evade 0. Ve Steve cdithiedabe utes 1,961,908 
EES TRE Sa Aerie ay ane rear 2,362,313 
See Ratisencsbtseinanceitiedsleaua sib ibasoveckcempstiuhe ited 2,344,513 
ee oS crovetes certindu see feebisenees 1,548,772 
a eee ered oe te re eee 3,420,506 
ee ee ak 6 6 Sona te AR ode Ss Up caemens 54,487 
ET AG coco coca tic tes eCCER SUES UC 0 ce SesFR Cee 483,477 





CANADIAN NATIONAL SHOWING 


The Trafic World Ottawa Bureau 


The rivalry between the Canadian National and Canadian 
Pacific Railways is being watched with interest in Canada. 
There has been some criticism from the publicity department 
of the Canadian Pacific here. The showing made by the Cana- 
dian National last year was followed by a dispatch from Ottawa 
which seemed to cast some doubt on the accuracy of the figures 
that Sir Henry Thornton had issued for 1923. It quoted the 
figures of the government Bureau of Statistics (published each 
month in The Traffic World) for the period ended with October 
and said: 


The bureau's figures, which are based on returns made by the 
railways, show that, during the first ten months of the year, tihhe 
system did $18,583,570 more business and that it cost $10,385,293 to 
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handle it. Sir Henry Thornton’s statement for the whole twelve 
months shows that the system did $21,005,559 more business and 
that it only cost $3,358,624 more to do it than it did in 1922. 

Assuming that the returns made by the National system to the 
government are correct, then if the increase in operating expenses 
during the entire year was only $3,358,624, a reduction of $7,026,669 
in expenses would have to be effected during November and De- 
cember. Not until the Bureau of Statistic’s November statement 
is out can the exact saving for that month be shown, 

However, the November statement of operations issued from 
headquarters showed gross earnings of $24,209,228, or $689,579 over 

r, 1922; while the total expenses were given as_ $19,627,905, 

or $1,942,630 less than for the same month in 1922. Deduct this 
from the $7,026,669 that had to be effected during the last two months, 
and, in order to secure the result claimed in Sir Henry’s statement, 
there had to be a saving of $5,084,039 in December, as compared with 
the returns for the same month in 1922. It may be that the 
favorable weather made this possible, but this can only be disclosed 
officially by the publication of the bureau’s figures for December. 
Even if this very large saving were made in operating expenses 
during December, it would not account for the claim that nef re- 
turns had been increased by $17,646,935 during the year. The re- 
port of the bureau for October shows that for the first ten months 
of the year there had been an increase of $8,198,278 in net operating 
revenue as compared with that for the same period in 1922. That 
is, in order to show a net gain of $17,646,935 in operating there had 
to be an increase ——s the last two months over 50 per cent 
greater than during the first ten months. The Canadian National’s 
November statement of operations, issued from headquarters, 
showed net revenues for the first eleven months of $16,602,603, as 
compared with $5,772,116 for the same period in 1922, or a gain of 
10,830,487. That is, in order to account for the total increase of 
17,646,935 there had to be an increase of $6,816,448 during December. 
The December railways report issued by the Bureau of Statistics is, 
therefore, awaited with much interest. 


The following day Sir Henry came back with the following: 


Despatches emanating from Ottawa have stated that the results 
from operation on the Canadian National Railways for the months 
of November and December, 1923, must have been of an unusual 
character, and that large saving must have been effected during 
those months to justify the declarations of the president of the com- 
pany placing the net revenues for the year at $20,127,447. This view 
is entirely correct. There was a reduction in expenses in the month 
of November, 1923, of $1,942,000 as compared with the corresponding 
month of 1922, and at the same time an increase in gross revenues 
of FF Ode. 06 making an increase in the net revenue for that month 
of $2,632,000. 

In the month of December, 1923, expenses decreased by $5,083,- 
000, as compared with December, 1922, and gross earnings were in- 
creased by the sum of $1,732,000, representing an improvement for 
the month of $6,815,000. It should be mentioned that in December, 
1922, the Canadian National Railways had a deficit of $3,291,000. 

The improvement shown in the financial position of the rail- 
way a November’ and December, 1923, was due primarily to a 
reduction in operating expenses. The administration inaugurated 
in 1923 a plan of spending money on maintenance in the earlier 
months of the year when labor is abundant and consequently less 
expensive, at the same time bringing the transportation machine 
to its highest state of efficiency to handle the large traffic move- 
ment which occurs during the last four months of the year. Much 
was likewise due to constantly improving transportation efficiency, 
coupled with the conscientious and enthusiastic effort put forth by 
the officers and employes. Also in the month of December, 1922, a 
number of charges of various kinds had to be taken care of in 
operating expenses which had not been charged out currently over 
the other months of that year. The policy of the present adminis- 
tration has been to make each month of 1923 carry its share of 
the expense of moving traffic and maintaining the property. 

The accounting methods followed on the Canadian National Rail- 
ways closely adhere to the standard practices in force on the im- 

ortant railway systems on the North American continent, these 
aving been evolved through experience and strictly governmental 
regulation. 

Other despatches from Ottawa have stated that the proceeds of 
the $50,000,000 Canadian National bond issue are to be devoted to 
the payment of fixed charges. The fact is that at least 70 per cent 
of the proceeds of this issue are to be devoted to the liquidation of 
capital obligations’ and to expenditures for capital account. This 
issue calls for an annual interest payment of two and one-half mil- 
lion dollars, being at the rate of five per cent. It is the policy of 
the administration to make only such capital expenditures as will 
be productive of increased revenue, or will result in decreased ex- 
penses in an amount that will considerably exceed the rate of in- 
terest called for. 





BELL RETURNS FROM LONDON 


The Trafic World Ottawa Bureau 


Major Graham Bell, Deputy Minister of Railways, has re- 
turned after several weeks in London and Paris on railway 
business. 

“There is every reason for confidence,” he says, “that the 
Hotel Scribe, in Paris, which has been acquired by the Canadian 
National Railways, will not involve any addition to the burden 
of the system. All the floor space that will not be required 
by the Canadian National Railways or the Dominion government 
has already been reserved by various financial and other in- 
stitutions, many of them Canadian. We are persuaded that 
the revenue derived from rentals will not only pay for the 
maintenance of this office building, but will enable us to lay 
aside sufficient to build up a sinking fund to take care of the 
capital outlay.” 

Much of the time that Major Bell spent in London was in 
dealing with the statements of the Grand Trunk common and 
preferred shareholders, and of the Grand Trunk Pacific four per 
cent debenture holders. The latter are now apparently hopeful 
that there will be.a payment of interest in the near future on 
their holdings. The secretary of the debenture holders’ com- 
mittee advises them not to sell their stock, and the committee 
has been carrying advertisements in Canadian papers recently 
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PORT OF HOUSTON 


Where Seventeen Railroads Meet the Sea—The Funnel Thru Which Pours 


Tonnage through the Port 
of Houston continues to in- 
crease. The statistics below 
speak for themselves: 


During the calendar year 
1923, fourteen hundred ar- 
rivals and departures han- 
dling 3,149,196 tons of import, 
export and coastwise freight. 


During the calendar year 
of 1922 there were only one 
thousand and six arrivals and 
departures handling 2,027,927 
tons of freight, and in 1921 
there were seven hundred and 
forty-four arrivals and de- 
partures handling 1,396,438 
tons of freight. 


The calendar year of 1923 
shows an increase in tonnage 
of 126% over the calendar 
year of 1921 and an increase 
of 55% over the calendar 
year of 1922. 


the Traffic of the Great Southwest 


S.S. ““STEADFAST” IN HOUSTON CHANNEL 


FOR FURTHER INFORMATION, ADDRESS 


Why does the tonnage 
through the Port of Houston 
continue to increase? 


Because reliable steamship 
lines furnish dependable and 
regular service to most lead- 
ing Ports of the world. 


Seventeen railroads serve 
the Port of Houston and con- 
nect with the Public Wharves 
through the Public Belt Ry. 


Trunk lines in all direc- 
tions to main and assembly 
and distributing points. 


Modern wharf facilities de- 
signed to give quick service 
to both ships and shippers. 


Three new wharves, Rail- 
road Classification Yard now 
under construction and num- 
erous other improvements 
contemplated. 


DIRECTOR OF THE PORT, Fifth Floor, County Courthouse, Houston, Texas 





14 Buildings in Downtown Wholesale District for Merchandise Storage 
L. C. L. Shipments via all R. R. Lines without cartage. 


SECURITY WAREHOUSE CO., MINNEAPOLIS 


Insurance rates as low as 17 cents 
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presenting their case. The interest is due March 1. Major 
Bell refuses to express an opinion as to whether it will be paid. 

With the retirement of Mr. Arnovici, the original promoter 
of the Hotel Scribe transaction, a special holding company, 
subsidiary to the Canadian National Railways, was formed 
under the French company laws, with Major Bell as provisional 
president and F, A. Young, of the London office of the Canadian 
National Railways, director and general manager. 

When his attention was called to probable criticism di- 
rected against the management of the Canadian National at 
the coming session of Parliament, Major Bell said: 

“It can readily be shown that since the consolidation of 
the government system and the attendant merging of staffs 
there has been a substantial reduction of personnel, and a very 
considerable reduction in proportion to the showing of the 
operating figures in the last eighteen months. Reduction of 
operating expenses by reduction of staff, consistent with effi- 
ciency, is proceeding steadily, if slowly, but any hardship to 
old and faithful servants of any part of the system will be 
avoided where possible.” 


CANADIAN FREIGHT LOADING 


Cars of revenue freight loaded at stations the week end- 
ing January 19 aggregated 50,659, an increase over the previous 
week of 3,451, but a decrease from the corresponding week 
last year of 5,265. 


CARS OF REVENUE FREIGHT LOADED ON 
RAILWAYS 
EASTERN CANADA 
For the Week snded, 


CANADIAN 





























—January: 
5, 1924 12, 1924 19, 1924 
Commodity Cars Cars Cars 
Grain and Grain Products..... Wid + dlele. oe 1,986 2,856 2,951 
EE adi g:c'go 6:6 & 604600 Wake Sice 85,0 5 1,10 963 
ER an Sheth ewe sie ete epipiedoles sss 1,302 1,213 
eRe eR Sk owt ae.6 Haina oes ah: 9:001818-6 202 201 
Ge fas Se tis ss o's wane Ox 6 Gee etiam 1,684 1,963 
IED. nb)0 be old We edeic ee ceed cccldbridie ae 2,649 3,012 
SE ee PO re 1,969 2,141 
Other Forest Products.. 1,411 1,983 
AA web 6 60.0.4:66.9'0 6.0: 530 589 
ardhandive, SE OS Sear 8,775 8,771 
En ccniawekeeted ssa sesso eeee 7,647 8,868 
Total Revenue Cars Loaded........... 24,583 30,134 32,655 
Total Revenue Cars Received from * 
EL ica eer e einen wie Sieleuhe.e ey we.sie ,197 26,244 29,125 
Total Revenue Cars Loaded Corre- 
sponding Week, .1923......cceccecces 9237 29,661 40,213 
WESTERN CANADA 
Grain and Grain Products............. 5,238 5,547 5,911 
ae inns 6 at Kise 060s Feeneee 788 1,124 1,151 
aR OEL Snr c. aivaals 05 “ob 6:0 ble 0. 0:0. 00/6 d-0-0 nee 2,855 3,290 3,423 
eel a kia w.énte adimenms/eied 48b sine 110 45 54 
akg 5 6.0.0 we ale lelbue ous 595 627 677 
ee oan. staid bc. cnc50 9-0 ane oe ecdlnie deo 93 162 340 
NN a io'e6 sus.0 op 0.0 (0.0 v0 odes wt 90 93 186 
SE PORE - ROGUOUS. 2 cicccccancesees 1,073 1,150 1,448 
SEIS SOP ee mee wares ere 94 276 330 
Bale OE Bate On ccc acce eb cce ue 2,449 3,056 2,906 
IINIEIE 00.54. 4°s 0:0.'eht. one .e:aic.bince po eieresche ,178 1,704 1,578 
Total Revenue Cars Loaded............ 14,563 17,074 18,004 
Total Revenue Cars Received from 
UIENNOER "5 6 ocd cbbeeieeeasobes 2,37 2,429 3,038 
Total Revenue Cars Loaded Corre- 
Beomaing: Wel, 1928... ...cscscevs 14,600 18,203 15,711 
TOTAL FOR CANADA 
Grain and Grain Products............. 7,224 8,403 8,862 
EE NL Socio den cs’ Ve ee Olly oEn 4.0 0000 vie 1,773 2,233 2,114 
ME tae cide b's cele c 0 6:0 6.0.0.0 bisiadidiece' ois ,943 4,592 4,636 
Es Dials. co: 0 scabies 5 db ks acb.8id.0,0/bidly 0:4i0/6:6.0 6.6 378 247 255 
Sod ows ak whos <oetabheanesd dec 5 2,311 2,640 
ai ksubin gece ee ve. 2,811 3,352 
Pulp and Paper r 2,062 2,327 
Other Forest ROR ee 1,713 2,561 3,431 
ar ena) “an ole, v0.0.0: dj 6.0050 598 806 919 
Smerehanaiae: RS. Bp. © ip Re earls 10,375 11,831 11,677 
= EE a a A ND 7,733 9,351 10,446 
Total Revenue Cars Loaded............ 39,146 47,208 50,659 
Total Revenue Cars. Received from 
RN ee vk dec cuisine o 6 taaiebies ,568 28,673 32,163 
Total Revenue Cars Loaded Corre- 
sponding Week, 1923............... 37,837 47,864 55,924 
CANADIAN SURCHARGE (a 


The Ottawa rate of exchange for the period from Feb. 1 
to 14, is three and one-sixteenth per cent. The rate of sur- 
charge on international freight shipments is two per cent. The 


rate on International passenger business-is based on two per 
cent exchange. 


GRAIN SHIPPING FIGURES 


Canadian shipping had a wide margin over American in the 
volume of ‘grain carried from the head of the lakes in 1923. 
According to statistics issued by the Lake Shippers’ Clearance 
Association, there was shipped a total of 308,149,113 bushels of 
all grain, an increase of nearly 17,000,000 bushels over the 
record made last year. Of this, Canadian boats carried 180,- 
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452,747 bushels and American, 127,696,971. There were carried 
direct to other Canadian ports from Fort William 163,381,617 
bushels and to United States ports 17,071,130 bushels. American 
shipping carried 1,220,000 bushels to Canadian ports and 126,- 
476,071 bushels to United: States ports. The report shows that, 
for the last three years, Montreal has been the world’s largest 
primary grain shipping port, exceeding both Chicago and Duluth. 


LOOKING FOR CONNECTION 


The Canadian National Railways are reported to be looking 
for a short line connection with the New England states via 
Harvey Junction, New Brunswick, with the idea of operating 
a short line from Halifax to the New England states and New 
York City. Surveying parties are now working from the St. 
John Valley Railway toward the United States border to find 
a feasible route through the northern portion of Yoek county, 
New Brunswick, to Harvey Station, whence, it is understood, 


they will work along toward a connection with the Maine Cen- 
tral, near Vanceboro, Me. 


CANADIAN NATIONAL BONDS 


The Canadian National $50,000,000 bond issue of 30 year 
5% per cent bonds guaranteed by the Dominion of Canada has 
been awarded to a Canadian syndicate headed by the Dominion 
Securities Corporation at a price of 97.813, Canadian funds. The 
bonds are issued as a general obligation of the Canadian Na- 
tional Railways, and are in denominations of $1,000 and $500. 
They are being offered to the public at 99.50. This is the sec- 
ond loan issued by the Dominipn government for the Canadian 
National within the year. In July a loan of $22,500,000 was 
issued for the purchase of rolling stock, which, with the present 
issue, will make a total of $72,500,000 fon the year. Both loans 
were authorized by Parliament at its last session, but the time 
of issue was left to the railway and governmental authorities. 
The issue of last July, like the present, was all taken up by 
Canadian bond houses. There were twenty Canadian and twelve 
American firms tendering on the present issue, and the highest 
American tender was 94.13. The money is costing the railway 
5.145 per cent. 


REPARATION ON ICING 


Testimony to establish the right of recovery of reparation 
on cost of initial icing for shipments of dressed poultry, butter, 
eggs, and cheese shipped by Swift and Company and Armour 
and Company, between August 1 and December 1, 1919, was 
taken before Examiner Butler at Chicago on February 1, in the 
hearing on Docket 15221, Swift and Company vs. Director-Gen- 
eral as agent, and Docket 15221, Sub. 1, Armour and Company 
vs. Director-General, as agent. 

The case follows the Commission’s decision in Docket 13239, 
decided March 2, 1923, in which the Commission, following the 
complaint of the packers, awarded reparation on the charges 
for icing in transit#on the above commodities moving vetween 
the above dates. The Commission held, however, that the case 
was not broad enough to cover the charges for initial icing and 
the present case was filed to cover reparation on those charges. 

The case involves claims for reparation amounting io ap- 
proximately $10.000 on the part of Swift and Company and ap- 
proximately $5,000 on the part of Armour and Company. By 
agreement with Royal T. McKenna, for the Director-General, an 


. examination of the books of the packers was made before the 
‘hearing by representatives of the Director-General, so that typ- 


ical instances could be agreed on and testified to to shorten the 
record. Only the charge for initial icing was involved, the 
tariff rules applicable providing for the payment by the carrier 
of three and four dollars a car where icing was done by or on 
the account of the shipper, in period in which the shipments 
moved. 

G. F. Ford, of the transportation department of Swift and 
Company, filed extracts from the tariffs and testified to the 
payment and bearing of the charges for Swift and Company, 
citing typical examples where, in all cases, the cost of icing 
had been more than the amount recoverable in the tariffs. His 
statements were agreed to by the representatives of the Direc- 
tor-General.. E. M. Fahey, of the produce accounting depart- 
ment of Swift and Company, gave further testimony as to the 
payments to be submitted under rule five. 

W. W. Manker adopted the rate and rule testimony of the 
Swift representatives on behalf of Armour and Company and 
added. typical instances where the charges for the iceing had 
been in excess of the three and four dollar allowances as pub- 
lished in the tariffs. 

Both briefs and the examiner’s report were waived by the 


parties to the case in order to enable it to proceed to a speedy 
settlement. 


PACIFIC CAR DEMURRAGE 
The report of the Pacific Car Demurrage Bureau for Octp- 
ber, 1923, shows 24,252 cars held over time, a percentage of 
07.88, as against 16,918, a percentage of 06.77, for October, 1922. 
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MEMPHIS 


TENNESSEE 


The South’s Most Centrally Located 
Distributing Center 


The Home of the World’s Largest 
Cotton Warehouses, operating 
deparments for the 


STORAGE 


of General Merchandise 
Automobiles 


. - and 
Pool Car 


Distribution 


Lowest Rates, Insurance 


Facts Concerning Our Warehouses 


200 Acres Concrete Warehouses 
All on Ground Floor 





Automatically Sprinkled 
Finest Fire Alarm System Privately Policed 


Ten Miles Standard Railroad Served by 10 Railroads 
Mississippi Warrior Barge Line 
Tracking Facilities 500 Cars 


Our Own Fleet Motor Trucks 


An organization of experienced operatives permitting 
unexcelled service at all times 


Information gladly furnished 


MemphisTerminal Corporation 


General ,Offices 
15th Floor Central Bank Building 


Member: American Warehouseman’s Association 
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Joint Service With 


Hamburg-American Line 


NEW YORK TO HAMBURG 






ean ¢#CLEVELAND ........ 
¢Cabin and 3rd Class Passengers. *lst, 2nd and 3rd Class. 
Leading Pier 86, North River, Foot of West 46th St. 











BOSTON TO BREMEN AND HAMBURG 
FURST BULOW (via Phila., Baltimore & Hampton Rd.)..Feb. 8 
ERMLAND (via Phila., Baltimore & Hampton Roads...... Feb. 29 
EMDEN (via Phila., Baltimore & Hampton Roads) 


PHILADELPHIA TO BREMEN AND HAMBURG 
FURST BULOW (via Baltimore & Hampton Roads)...... Feb. 13 
ERMLAND*’ (via Baltimore & Hampton Roads) 
EMDEN (via -Baltimore & Hampton Roads) 











BALTIMORE TO BREMEN AND HAMBURG 
ODENWALD (via Hampton Roads) 


Kikiuetp «:6-etinhe ate iepweeenerd Feb. 2 
FURST BULOW (via Hampton Roads)..............sse0: Feb. 19 
fe urd > ee ee Mar. 11 


MDEN (via Hampton Roads) 


NORFOLK AND NEWPORT NEWS TO BREMEN AND 
HAMBURG 


COSTES EEE EEE HERES HEE EEE EH EE EEHE 
CHS ESSE HSE EEE ESE EEE EEE HHH HEHE EES 
SOOTHE HEHEHE HEHEHE EEE HEHEHE EHH EE OEEE 


eee eee eee eee ee eee eee ee ee 





NEW ORLEANS TO BREMEN AND HAMBURG 
WET AD ooo vin bat Fabbocescccocccoece Last half of February 


ALSO DIRECT FREIGHT SERVICE FROM U. S. PACIFIC 
PORTS TO NORTHERN EUROPEAN PORTS 


Through bills of lading via Hamburg to all Scandinavian, Baltic, 
Mediterranean, Levant and African Ports. 





















Joint Service With 


Houlder, Weir & Boyd 


Regular Sailings to the 


WEST COAST 


Los Angeles Harbor, San Francisco 
Portland, Seattle 











From From From 

Vessel Baltimore New York Savannah 
i) SA eee eb. Feb. 6 Feb. 9 
8.8. PETER KERR ......,.... Feb. 16 Den TES aS 
EEL, occ ccocvurewed Feb. 26 Mar. 1 Mar. 5 
J ® .. . eae Mar. 8 Se rte 
ee? eee ore Mar. 18 Mar. 22 Mar. 26 
GE, BEES cbbrSiiccedidescus Mar. 29 See: Ga ee 


Through bills of lading issued to Hawaiian Islands, transhipment 
at Los Angeles Harbor without transfer charge, also to all po 


of California, Oregon, Washington, British Columbia, Alaska and 
the Far East. 







Pier No. 9, B. & O. R. R., Locust Point 


General Offices: 39 BROADWAY, New York 
WESTERN FREIGHT OFFICE: 

CHICAGO, 327 South La Salle Street.......... Phone Wabash 4891 

BRANCH OFFICES: 






sO eee eeeseeseseeeesesesees 
SSCS HSE SHESEH ESET HEHEHE EEE 


eee PS eee eee eee eet eeseseeereeeE 


COPS OREHEHEH EET E EE EEE EERE EEE 


ee eee eee eee ee eee eee eee eee eee eee) 
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Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


aes salen oes Repeee e  ee ae te, 
System, published by West Publi Co., St. Paul, : 
Copyright by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


Order of Interstate Commerce Commission Held Reviewable: 
(District Court, S. D., West Virginia.) An order of the In- 
terstate Commerce Commission, reversing a former decision 
relating to distribution of cars to coal mines, and reinstating 
a former rule of distribution, held in effect an affirmative order, 
and subject to review by a District Court—New River Co. et al. 
vs. Chesapeake & O. Ry. Co. et al., 293 Fed. Rep. 460. 
Interstate Commerce Commission Cannot by Regulation Deprive 

Owner of Coal Mine of “Property” Right in Location: 

The owner of a coal mine having access to two carriers has 
a property right in the advantage of such location, of which 
he cannot lawfully be deprived by an order of the Interstate 
Commerce Commission under the guise of a regulation, which 
in effect deprives him of his property without due process of 
law.—Ibid. 

Order of Interstate Commerce Commission Relating to Distribu- 
tion of Coal Cars Held Invalid, as Discriminatory: 

An order of the Interstate Commerce Commission, estab. 
lishing a rule under which in times of shortage of coal cars 3 
“joint” mine, situated on the lines of two railroads, could order 
cars from both only on the basis of 100 per cent of its rated 
capacity, while a “local” mine, situated on one only of such 
lines and having a like capacity, could order an equal number 
of cars, held discriminatory, in that it deprived the first min? 
of an advantage to which it had a legal right.—Ibid. 


Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
ystem, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


Bill of Lading Requiring Shipper to Inspect Carrier’s Equipment 
and Assume Risk of Defects Held Invalid: 

(Supreme Court of Louisiana.) A clause in a bill of lading 
requiring the shipper to inspect the carrier’s equipment, and 
assume the risk of defects therein, held invalid, as requiring 
the shipper to assume a risk arising from the carrier’s own 
negligence in failing to inspect, as shifting the burden of proof 
from the carrier to the shipper, and as requiring an unskilled 
person to make and’ assume a risk of inspection which only 
an expert can make.—Caustaline vs. Louisiana Ry. & Nav. Co., 
In re Louisiana Ry. & Nav. Co., 98 So. Rep. 81. 

Exception to Exclusion of Answer to Question Which Does Not 
Disclose What Answer Would Have Been Presents no Error: 
(Supreme Court of North Carolina.) An exception taken to 

the exclusion of an answer to a question as to whether a wit- 

ness knew of a particular custom of defendant in prompt settle- 
ment of claims, which did not disclose whether the witness 
knew of such custom or what his answer would have been, does 
not present error.—Skyland Hosiery Co. vs. American Ry. Ex- 

press Co., 120 S. E. Rep. 228. 

May Limit Time for Bringing Suits on Claims: 

A carrier may by contractual provisions limit the time 
within which suits shall be brought on claims against it.—lIbid. 
Provision Requiring Suit on Claim Within Twelve Months Held 

Not Waived by Carrier: 

Where a shipper, after the accrual of a claim against a 
carrier and a request by the carrier for time within which to 
investigate, waited more than 14 months after,the last nego- 
tiations before bringing suit, held, that the request for time to 
investigate by the carrier did not constitute a waiver of a pro- 
vision in is contract that suit must be brought within twelve 
ag and that the shipper’s claim was barred by his laches.— 
Ibid. 

CARRIAGE OF LIVE STOCK 


Judicial Notice Taken of Federal Control of Railroads: 
(Supreme Court of Oklahoma.) The courts of this country 
may take judicial knowledge that the lines of transportation in 
the United States, including the defendant’s line of railroad, on 
which plaintiff claims to have sustained loss and injury, were 
taken over by the federal government, and operated by federal 
agency from 12 m. December 28, 1917, until 12:01 a. m. March 


1, 1920.—Chicago, R. I. & P. Ry. Co. vs. Goldsmith, 220, P. Rep. 
620. 


Vol. XXXII, No. 5 


— Not Liable on Causes of Aétion Arising Out of Federal 
ontrol: 

The owners of transportation lines are in no wise liable 
on causes of action growing out of the control and operation of 
such lines by the federal government between 12 m. December 
28, 1917, and 12:01 a. m. March 1, 1920.—Ibid. 

Action on Cause of Action Arising During Federal Control Should 

Be Brought Against Federal Agent: 

Where suits are brought on causes of action growing out 
of federal control and operation of the transportation lines in 
the United States, after the transportation lines were returned 
to the corporation owners, the same should be brought and prose- 
cuted against the federal agent provided in the transportation 
act of 1920 (U. S. Comp. St. Supp. 1923, sec. 10071%4cc) and 
appointed by the President of the United States.—Ibid. 
Pleading and Proof Showing Injury During Federal Control Held 

to Entitle Railroad to Directed Verdict: 


Where suit is brought against the Chicago, Rock Island & 
Pacific Railway Company for loss occasioned on one of its lines 
of railroad, and the allegations are that the loss or injury 
occurred in the year 1919, and the proof offered on the 
part of the plaintiff tends to show that the loss or injury 
occurred in the year 1919, the same is insufficient to establish 
a right to recover as against said corporation, and does not 
require the submission of the same to the jury; and a demurrer 
to plaintiff’s evidence, or motion for a directed verdict for de- 
fendant, should be sustained, and, where the trial court over- 
rules such demurrer, or refuses to direct a verdict for the de- 
fendant, the same constitutes reversible error.—Ibid. 
Examination of Record Held to Require Reversal: 


‘Record examined, and held, that plaintiff’s evidence tended 
to show loss and injury occurring upon one of the defendant’s 
lines of railroad in the year 1919, and that such evidence did 
not tend to establish a cause of action against the defendant, 
and that the judgment of the trial court for plaintiff must be 
reversed.— Ibid. 


Examination of Record Held to Require Dismissal of Petition: 

Record examined, and held, that, under the allegations. of 
the petition and the proof adduced upon the trial, there is no 
theory on which the plaintiff is entitled to recover against the 


Chicago, Rock Island & Pacific Railway Company, and that plain- 


tiff’s petition should be dismissed.—Ibid. 


Negligence in Failing to Furnish Cattle Cars Held for Jury: 

(Supreme Court of Nebraska.) Evidence examined, and 
held, that the question of defendant’s negligence in furnishing 
cars for a shipment of cattle was for the jury—Peterson & 
Howe vs. Davis, Agent, etc., 196 N. W. Rep. 113. 


Measure of Damages for Failure to Seasonably Deliver Cars for 
Cattle Unloaded Before Destination to Condition Them and 
Await Favorable Market Stated: 

Where, upon order of the shipper, cattle were unloaded 
and held for several days to condition them and await a favor- 
able market, it was error to instruct the jury that the measure 
of damages was the difference between the market value when 
they finally arrived and when they would have arrived had the 
earrier furnished cars seasonably. The true measure in such 
case is the difference in value between the date they should have 
arrived if the carrier had not been negligent, and the date they 
would actually have arrived had the trip not been interrupted 
by order of the shipper.—Ibid. 

Cannot Limit Liability for Loss to Stock in Transit: 

(Supreme Court of Iowa.) A carrier cannot limit its pri- 
mary liability for loss to stock in transit—Hartford Fire Ins. 
Co. vs. Payne, Agent, 196 N. W. Rep. 48. 

Cannot Require Shipper to Insure Stock for Its Benefit: 

A carrier cannot make a contract with shipper of stock by 
which shipper would be required to take insurance for carrier’s 
benefit, and which, in effect, would require shipper to indemnify 
it from liability for its own negligence.—Ibid. 


Carrier May Contract that, if Shipper Takes Insurance, It Inures 
to Carrier in Event of Loss: 

A carrier may contract with a stock shipper that, if the 
shipper takes insurance on the shipment, it will inure to car- 
rier’s benefit in event of loss.—Ibid. 

Insurer Held Not Entitled to Recover from Carrier on Assigned 

Claim for Loss of Hogs in Transit: 

Where an insurance policy on hogs in transit, providing that 
if insurer paid loss thereunder, acceptance of payment by in- 
sured would assign claim for loss against carrier, was issuea@ 
in contemplation of an interstate shipping contract, under Car- 
mack amendment (U. S. Comp. St., sec. 8604a, 8604aa), and 
U. S. Comp. St., sec. 8563, which provided that carrier should 
have benefit of any insurance effected on the shipment so far 
as provision for such benefit did not avoid the insurance, insurer, 
after payment of loss, could not recover from carrier because 
the insurance inured to carrier’s benefit, and, loss having been 
paid to shipper under the policy, he could not have recovered 


from carrier, and hence carrier was not liable to his assignee.— 
Ibid. 
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PORTLAND, MAINE ALBANY, N. Y. 
Galt Block Warehouse Company 


- Natural distributing point for New York and 
eds idgte MAINE New England. Warehouses for every need 
Storage, General Merchandise and Household Goods with rail connection, U. S. Port of Entry. 


Psy ome ny ng nme my oo Security Storage & Warehouse Co. 
Office, 20 Commercial St., Portland, Maine J. S. SAWTELLE, Manager James G. Perkins, Custom Broker, Mgr. 





OF ee LL OF NET®) 


MVR MC Naki!) Foreign Freight 


1020 South Canal St., near Taytor St. 
Teaming of Every Description—City Delivery Service or W ar ers 
and Carload Distributors 
Established 1884 


THE HEART OF TEXAS D.C. ANDREWS & CO., Inc. 
Weatherred Transfer and Storage Co. 27-29 Water Street, New York, U.S.A. 


FIREPROOF STORAGE Boston Office: 


92 State Street 
DISTRIBUTING—WAREHOUSING 
One Block on Mary at 13th Street 





Waco, TEXAS 




























YOUR TARIFFS—tike tis? 
nem UIOMAIIC 


IN 
TARIFF FILES 


Catalog and Special Bulletins 


‘HOW TO FILE TARIFFS 


tell you all about im 
methods you can not afford to 
be without. 

Write Department T for in- 
formation and factory prices. 


"Established 1901 
THE AUTOMATIC FILE & INDEX CO. 
E. 10th St., Green Bay, Wis. 
Chicago Branch: 29 So. La Salle 


MINNEAPOLIS, NORTHFIELD AND SOUTHERN RAILWAY 


TERMINAL DELAY ELIMINATED 


Through carload shipments routed via the M. N. & S. Ry. are interchanged with 
the G. N., N. P., Soo and C. M. & St. P. at Minneapolis. Interchange with these 
lines is effected within a few hours, where days are required for the same interchange 
at other on more congested terminals, resulting in a substantial saving of time. 

The M. N. & S. Ry. also has advantageously located terminals for the delivery 
of freight shipments at Minneapolis. 

Our business is service—Consequently we give every shipment personal attention. 
Postal notice of the movement of all cars sent to both consignor and consignee. 

In the last two years the volume of competitive traffic handled by the M. N. & 
S. Ry. has increased to five times the tonnage handled in 1921. Real service is the 
only means by which that result could be accomplished. 


Try the M. N. & S. Route and Convince Yourself 


For the benefit of those interested, we have published a pamphlet showing list 
of all industries having side track facilities in the City of Minneapolis. Copies can 
be secured from any of the following representatives of this company. 


—G. C. WRIGHT, Traffic Manager, 209 Lincoln Bank Bldg., Minneapolis. 


TRAFFIC REPRESENTATIVES: 
. J. Sexton, 209 Lincoln Bank Bldg., Minneapolis ie W. Gent, 211 Railway Exchange Bidg., Kansas City 


TAYLOR EDWARDS 


Transfer and Storage Co. 


Members: 
American Warehouseman’s Asso. Central Warehouseman’s Club 


Merchandise Distributors 
DISTRIBUTION CARS _ POOL CARS 


Furniture Packed, Shipped 
Delivered, Forwarded or stored. or Stored 
No Switching cg. on Carloads. Established 1905 


FIREPROOF STORAGE LOW INSURANCE 


SEATTLE, WASHINGTON 




























G.N.,N.P., Seo, or C. a E. Delmore, 209 Lincoln Bank Bidg., Minneapolis fF. C. Nessly, 4437 White H Stuart Bidg., Seattle 
Mm & St. P., wits reverse of this routing on — — ———» Woolworth Bidg., New York City C. T. Spooner, 232 Chamber of merce Bidg., Portland 
eastbound shipments Gordon O’Day, 306 Free Press Bidg., Detroit W. H. Andrews, 509 * 
ROUTIN MINNEAPO W. J. Mitchell, 520 Marquette Bidg., Chicago Geo. A. Davis, 301 Robert Dollar Bidg., San Francisco 
G OF LIS FREIGHT. — — — —, Hippodrome Bldg., Cleveland H. W. Stigler, 33 Porter Bidg., Memphis 
C.G. W. R.R., Northfield, M.N. &S.Ry. G. W. Neudling, 403 Pierce Bidg., St. Louis 
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Freight. Routing 


Vol. XXXIII, No. 5 


(Third of a series of articles written for The Traffic World by J. D. Collier) 


From time immemorial one of the greatest. questions has 
been the rights of a person or persons in connection with in- 
terests that are practically their own. This situation, having 
always existed, was, no doubt, paramount in the minds of the 
traffic managers or the interests having the traffic at heart from 
the inception of legislation fo cover transportation, as the rights 
of a shipper to control the routing of his own freight was incor- 
porated in the first act to regulate commerce in 1887, and prac- 
tically the same rights and obligations have been carried on 
through the various acts, including the most recent legislation 
as amplified by the transportation act of 1920. 

It is strange that a right that has been so fundamental, after 
being properly established by law, has been so greatly over- 
looked, as in the case of unrouted shipments. Many concerns 
fail to realize the importance of full and complete routing in 
connection with all commodities, not only shipped to them, but 
shipped by them. Practically all the large organizations of the 
country interested in traffic have for years been attempting to 
impress on the shippers the necessity of full, complete, and in- 
telligent routing. This has been approached from two different 
angles. For instance, the Merchants’ Association of New York, 
which has been very active in the education of members, has 
particularly stressed the importance of showing the delivery de- 
sired on inbound shipments, which is due to the peculiar con- 
ditions that miight be said to exist in New York alone. Another 
example is the activity of the traffic department of the Chicago 
Association of Commerce in the publication of its outbound 
routing book. 

In order that the traffic department may properly function 
and that all in and outbound shipments may be properly routed, 
it is necessary that it co-operate with practically every depart- 
ment of the concern with which it is connected. In a previous 
article it was stated that the activities of the traffic department 
had an extremely broad application throughout:the entire or- 
ganization. This is a fact, regardless of the size of the concern 
or the city or town in which it is located. Regardless of the 
location, nature or size of the business, the same co-operation 
of the various activities with the traffic department must exist 
in order that proper results may be obtained. This fact remains, 
regardless of the nature or size of the business, but differs 
according to the status of the town in which the industry is 
located. ' 

The first situation that we shall consider is that confronting 
the traffic manager in properly routing inbound shipments from 
the source of supply to his company, considering it to be located 
at a local station on a trunk line in the central west. If a 


line could be drawn, perhaps this situation could be considered 
the most simple one. 


In order properly to ascertain the information necessary in- 
telligently, to route, inbound, the traffic department must famil- 
iarze itself with the various commodities bought by the pur- 
chasing department, the amounts purchased, the frequency of 
purchase, the method in which the shipments are packed, the 
nature of the container, the routes available, and the location 
of competing sources of supply, and must also have a working 
knowledge of a similar situation in connection with a competing 
company purchasing its supplies in a similar territory. Co- 
operation with the purchasing department is absolutely essential 
in this instance, which is the case regardless of the nature of 
the industry. Any traffic manager who is not familiar with 
these facts concerning his company is not obtaining the maxi- 
mum results possible through his activity and is missing some 
of the most interesting facts in connection with his position. 

It is suggested that, in all instances before the purchasing 
department places an order, it be sent to the traffic department 
so that full and complete routing may be shown thereon. Many 
traffic departments prefer to obtain from the purchasing depart- 
ment a list showing the points of origin at which supplies are 
purchased and to give them standing routing instructions, which 
the purchasing department then uses on all shipments ordered. 
The question of standing instructions being given to anothet 
department, as compared to the reference to the proper depart- 
ment in each specific instance, has been considered in many 
ways, but it is the opinion of the writer that delegation of such 
an important activity as routing is a dangerous practice, and 
that the better plan is to have the papers referred to the routing 
clerk in the traffic department or the traffic manager, at which 
time the full routing can be given. This keeps the department 
in constant touch with the amount of inbound tonnage and gives 
it the opportunity each time to review the routing used and 
the consideration of competing routes; also to keep a record of 
future shipments to be received, not only in number, but in 
tonnage. With this information, it is possible to augment this 
specific activity with an analysis so that intelligent plans may 
be laid and a system perfected to obtain the greatest efficiency 
on inbound material of less than carload shipments. 


Perhaps the most pertinent fact:in connection with routing 
of inbound shipments, as well as others, is time in transit. This 
is especially true of inbound material, as a shortage of raw 
material frequently causes great inconvenience. 

Perhaps the next most important feature of routing inbound 
shipments is that of location in transit. This requires that the 
shipments be so routed that. they will pass through junctions 
at which proper records are available, which will not only elimi- 
nate the necessity of tracing, but in the event tracing is neces- 
sary, the route used will then be such as to facilitate tracing. 

It is difficult to state definitely just the order of importance 
in many activities of traffic, but I would place third on the list 
the elimination of transfer points. To do this the traffic de- 
partment should be familiar, when routing such shipments, with 
the methods of forwarding from the source of supply. He should 
know to which point each of the competing carriers from the 
point of origin forwards his shipment to break bulk when des- 
tined to his factory, and, if possible, should so route his ship- 
ments that they will all clear through a minimum number of 
transfer points. Being located at a local station, it is frequently 
possible so to route his shipments that they will all pass through 
one junction point in the general direction of the production 
territory. If this can be done with the proper co-operation of 
the local agent and the railroad representative at this near by 
junction point, advance information relative to the arrival of the 
shipment will be received so that tracing may be eliminated 
and shortage of stock may be analyzed, which would frequently 
eliminate the necessity of an interruption of activities or the 
purchase of similar supplies in the local market. 

It is possiible, if close touch is kept with the shipments 
in transit and future shipments on order, that several industries 
in the same town can co-operate and so combine their inbound 
tonnage as materially to affect the service from the particular 
gateway and, therefore, obtain much better service than if they 
did not have sufficient information properly to co-operate with 
each other. The writer has in mind an instance whereby, 
through proper co-operation of six industries in a small town 
with the additional tonnage of a near by town, a through car 
was loaded three times a week from a distant junction point to 
break bulk at the first town, with sufficient tonnage to forward 
to the second. This was an improvement over the previous 
system and was made possible through the co-operation of the 
various concerns, which, in turn, depended on sufficient informa- 
tion in the traffic departemnt as to the activities of the purchas- 
ing department. 

It is necessary that the traffic department keepin close 
touch with the situation relative to the purchases of the pur- 
chasing department and its source of supply and the inbound 
rates and service in connection therewith, and to contrast this 
with the rates and service from the production territory to the 
various towns in which the competitors of his company are lo- 
cated. With this information he is in position to analyze the 
competition possible, through the possibility of an advantage or 
disadvantage in rate or service which would affect not only the 
cost of production, but the investment on raw stock necessary 
properly to compete. It is frequently the case, especially at local 
stations, that the rates from point of production on large quan- 
tities of raw material are out of line and, in some instances, so 
far out of line as to result in discrimination. This is more fre- 
quently true in connection with carload shipments. Without the 
necessary consideration of his relationship with the market, as 
compared to the relationship of his competitor, he could not 
intelligently analyze a discrepancy that might exist, and which 
frequently is a vital factor in the success of his company as 
compared to that of his competitor. 


It might be well to say at this time that it is incumbent 
on each traffic manager to look after the interests of his own 
concern and to make proper study to see that, in all instances, 
he is on a working basis with his competitor, not only as to 
service but as to rates. This factor is, perhaps, more important 
in carloads and should be watched carefully. The train service 
into the local station should be carefully analyzed, as it fre- 
quently happens that the greatest delay in transit on carloads 
destined to small stations occurs at the nearest junction point 
or can be attributed to the train service from that point. Car- 
load shipments inbound should not necessarily be routed the 
same as less than carload shipments, though the same factors 
must be kept in mind. 

One feature that must be carefully considered at all times 
when routing shipments into local railroad points is the pos- 
sibility of using near by larger towns or junction points as the 
destination, and trucking from there direct to the factory. This 
is a principle that is well recognized in some communities and 
in many large cities by industries having private sidings, but 
who realize that, under certain circumstances, a team track or 
other delivery can be made more promptly and would justify 
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the additional hauling. This principle should be kept in mind, 
as overland hauling is becoming a dominant factor in transporta- 
tion and if through this modern transportation facility, a town 
local on one line can avail itself of the greater advantage of a 
larger community, careful consideration should be given to ob- 
taining to the fullest extent all the benefits offered through this 
modern agency in transportation. 


RATES ON LIMESTONE 


A proposal to increase rates on limestone in carloads from 
Krause, Illinois, and Columbia Quarry No. 2 to points on the 
Missouri Pacific at St. Louis was attacked at the hearing in 
I. and 8S. 1948, January. 31,.at Chicago, before Examiner Butler. 
Increases of from 14 to 40 cents in the present rate of 63 cents 
are under suspension on protest of the Columbia Quarry Com- 
pany. ; 

The same situation was before the Commission in I. and S. 
1587, in which the carriers proposed to use the full local com- 
binations through the cancellation of the through rate. The 
Commission, in that case, denied the proposals of the carriers 
following the development that there was a dispute between 
the Missouri Pacific and the Mobile and Ohio, the originating 
carrier, as to divisions. 

In defending the .proposals, C. C. P. Rausch, assistant 
freight traffic manager for the Missouri Pacific, said there was 
no dispute between the carriers as to divisions of the present 
proposals.. He explained the manner in which the proposed 
rates were constructed and stated that divisions would be made 
on that basis. In justification of the proposed rates, he said 
the present rate of 63 cents was not a living rate and that the 
proposed increases were necessary to make the rates tompen- 
satory. He outlined the manner of application of the proposed 
rates and testified as to the high costs of movements through 
the St. Louis terminal] district. The rates were to be applicable, 
it was said, only from the origin points named on the Mobile & 
Ohio to Vulcan, IIl., thence via Missouri Pacific and ferry across 
the Mississippi to delivery points on the Missouri Pacific. 


Mr. Rausch was followed by F. A. Clifford, special assistant 
to the general manager of the Missouri Pacific, who submitted 
the results of a study of the costs of handling the traffic affected 
by the proposed rates. His figures were intended to show that 
the business could not be handled without loss under the pres- 
ent rates. 

R. A. Chadwick, commerce agent for the Mobile and Ohio, 
followed, saying that the service performed by his road in han- 
dling the traffic from its origin to Vulcan, where it is turned 
over to the Missouri Pacific, consisted of two distinct train 
services and that no scales or company switching facilities were 
available at one of the quarries. He made comparisons of the 
proposed rates with other similar rates on coal and other low 
grade commodities to show that the proposals were reasonable. 
Comparisons were also made with rates for similar movements 
from other points and to other points from the origin points 
under consideration. 

He said the empty cars for the traffic were brought to the 
quarries from East St. Louis and the proposed rates were 
lower than the existing rates from these quarries to East St. 
Louis, a considerably shorter distance. y 

He was followed by J. P. Howell, general superintendent 
of the Mobile and Ohio, who testified further as to operating 
conditions and the cost of handling the traffic. It was stated 
that the Mobile and Ohio received a minimum of 30 cents a 
ton for switching services wherever performed, which was 
more than the amount it would receive for the service of han- 
dling this traffic from the quarries to Vulcan, where it is turned 
over to the Missouri Pacific. 

Testifying for the protestants, the Columbia Quarry Com- 
pany, H. G. Wilson, the company’s traffic manager, compared 
the proposed rates with those to points beyond the destinations 
involved and with other hauls for longer mileages and on 
other commodities of a similar nature to show that the pro- 
posals were unduly high. He maintained that on eastbound 
movement the same services: were performed for 10 cents a 
ton for which it was proposed to charge from 47 to 73 cents 
a ton, in the tariffs under suspension. He cited other rates 
which carried the same adjustment through the Ivory Ferry 
as that which the protestants believed to be proper on lime- 
stone. The proposed tariffs would apply as regards destination 
points in three groups, he said, while the tariffs of coal re- 
mained applicable over the St. Louis territory in one group. 
He said that the average rate for coal on a 63-mile haul was 1.16 
and that the tariffs under consideration asked higher rates on 
limestone for much shorter hauls. On coal, he said, that the 
arbitrary across the river was twenty-five cents as compared 
with the proposed charges, which, he gaid, ranged from 47 to 
83 cents. 

Charles P. Tigges, general manager for the protesting quar- 
ries, said the installation of the proposed rates would drive 
his company completely out of the territory involved. He tes- 
tified as to the competition which his company had to meet 
and outlined the situation with respect to competing quarries 
on the west side of the river. 
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ANTHRACITE INQUIRY POSTPONED 


The Trafic World Washington Bureau 


Hearings in the Commission’s anthracite inquiry, No. 15006, 
were not resumed January 28, as planned. The assignment of 
the case for that day was cancelled January 26. No definite time 
has been fixed since then for resumption of the public part of 
the case. Cancellation of the assignment for January 28 was 
caused by the inability of the Commission’s force to assemble 
statistics and make cost studies suggested by Governor Pinchot, 
of Pennsylvania, who, when he settled the last hard coal strike 
by recommending a ten per cent increase’ in the wages of the 
strikers, suggested that the increased cost should be borne by the 
railroads and not passed on to the consumers. The figures for 
which he asked and which the Commission is trying to furnish 
him so they may be used in the inquiry, if the governor thinks 
they are worth using, are engaging the attention of the Com- 
mission men in charge of the case to such an extent they were 
not ready to go forward January 28 with the small part of their 
case still remaining to be put into the record. 


It is thought that it will be possible to resume hearings about 
the middle of February. 


HOOVER URGES AGREEMENT 


The Trafic World Washington Bureau 


In a letter to C. J. Goodyear, of the Pittsburgh Coal Asso- 
ciation, who asked for advice as to participation of the Pitts- 
burgh Coal:Producers’ Association in the wage conference with 
union miners at Jacksonville, Fla., February i1, Secretary 
Hoover urged that an effort be made to reach an agreement and 
“thus avoid suspension of coal production.” Mr. Hoover re- 
ferred to transportation of coal in the following part of his letter: 


Continuous operation is the one thing that will stop the economic 
degeneration that has been going on in this industry for years. I 
do not need to repeat that the soft coal industry is in very bad con- 
dition. There are more than 30 per cent too many mines. They are 
giving only part time employment to 30 per cent too many employes. 
The real cure is a period of continuous operation’ under free com- 
petition and full movement of coal. 

The main reason for the bad functioning of the industry is that 
we have for many years had periodic strikes and lockouts, together 
with car shortages, each of which has resulted in coal famines to 
the consumer, accompanied by outrageous prices. For periods in be- 
tween we witness gluts of coal sold at a loss. Large numbers of 
mines come into existence who can make profits solely out of these 
famines, thus creating this long train of consequences in speculative 
development and irregular employment. While daily wages in this 
industry are theoretically among the highest in the country, yet prac- 
tically the earnings of a considerable fraction of the mine workers 
employed but part time are comparatively low and from their dif- 
ficulties we have a constant center of discontent. 

The continuous smooth operation of the mines over a term of 
years without these interruptions would result in the elimination 
of producers who depend on famine prices by the ordinary processes 
of competition. It would result in a concentration of labor in more 
continuous employment in the more economically worked mines. It 
would render the business of the lower cost operators more stable, 
the prices of coal would be lower because the surplus of mines and 
labor are a charge on the consumer in the end. I believe we have 
now overcome most of the transportation difficulties. It remains to 
eliminate the frequent suspensions which arise from serious friction in 
employment relations. : 

The continuous demand of the public for regulation of the industry 
and of employment relations by law is a by-product of this bad func- 
tioning of the industry. It is far better for the industry to cure its 
own ills than for the government to attempt it. 


INTERNATIONAL GREAT NORTHERN 
DEAL 


The Trafic World New York Burcau 


Tentative sale of the International Great Northern to the 
New Orleans, Texas & Mexico Railway Company, pending ap- 
proval of the deal by the Commission, is reported. The terms 
were not made public but it is understood that they are in 
excess of the $27.50 a share offered by the St. Louis-San Fran- 
cisco last year, which was blocked by the Commission. 

Representatives of the voting trustees of the International 
Great Northern held a meeting Wednesday in the offices of 
James Speyer & Co., but refused to discuss the matter. 

Total assets of the company are given as approximately 
$50,000,000. The capital stock amounts to $7,500,000 and the 
funded debt to $37,020,000. The campany owns 50 per cent of 
the Galveston, Houston & Henderson Railroad Company, and 
the entire capital stock of the Austin Dam & Suburban Rail- 
way. The lines in general extend from Longview, Texas, to 
Laredo, Texas, and from Fort Worth to Houston. The total 
mileage of main track is about 1,106. Mileage of the New Or- 
leans, Texas & Mexico is 922, so that the two systems com: 
bined would have approximately 2,000 miles in the Gulf states. 


SEWELL VALLEY NOTES 

In two applications filed with the Commission the Sewell 
Valley Railroad Company has asked permission to issue one 
block of $18,287.50 of 6 per cent notes and another of $38,358.31 


of notes without interest in connection with the procurement 
of equipment. 
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Personal Notes 


J. O, Cromwell, traffic assistant in the division of. law in the 
United States Railroad Administration, has resigned to become 
traffic manager for the Chamber of Commerce of Macon, Ga. 
He assumed the duties of his new place February 1. The place 
was made vacant by the death of Benjamin Gilham last No- 
vember. 

Roy C, Davidson has ben promoted to assistant general 
freight agent for the Rock Island at Chicago, following the 
promotion of George E. White. 

The St. Louis & Southwestern has announeed the appoint- 
ments of J. P. Park, assistant general traffic manager, and 
H. D, Landry, general freight agent, both at St. Louis. T. L. 
- Hirshman is appointed assistant general freight agent, with 

headquarters at Little Rock. 

J. W. Hibarger, formerly with the D. T. & I. and the L. & 
N., opened offices of the Ohio Valley Traffic Association at 
Louisville as manager February 1. 

W. H. Morris, formerly contracting freight agent for the 
El Paso & Southwestern, has been appointed traveling freight 
and passenger agent for that line, and Lloyd G. Rowell has been 


appointed contracting freight agent, with headquarters at El 
Paso. 


DOINGS OF THE TRAFFIC CLUBS 


The Traffic Institute of Kansas City will hold its first an- 
nual dinner February 5. The speakers will be C. D. Dooley, 
president of the Traffic Club of Kansas City, and A. W. Mackie, 
a director of the club. The officers of the Traffic Institute are: 
W. C. McCarthy, president; H. V. Stillwagon, first vice-presi- 
dent; BE. B. Winkler, second vice-president; R. D. Smith, treas- 
urer; Edgar Crowley, secretary. 





The Traffic Club of Cleveland will hold its annual dinner 
February 7. J. Paul Goode, of the University of Chicago, will 
speak on “American* Opportunity in World Trade,” and R. S. 
Binkerd, of the committee on public relations of the eastern 
railroads, will also address the meeting. 





Ia addition to the newly elected officers of the York Traffic 
Club reported in The Traffic World of January 26, G. E. Gart- 
man was re-elected secretary. 





The Transportation Club of Detroit held its annual meeting 
January 26 and elected the following officers: President, P. G. 
Findlay, director of traffic, Dodge Brothers; first vice-president, 
C. M.. Booth, freight traffic manager, Pere Marquette; second 
vice-president, George A. Main, traffic manager, Cadillac Motor 
Car Company; secretary, C. W. Musson, traffic manager, Briggs 
Manufacturing Company; treasurer, J. A. Ferguson, contracting 
freight agent, Canadian Pacific. George A. Barnes, general 
agent, Northern Pacific, and J. W. Brady, general agent, Clover- 
leaf district, Nickel Plate, were elected to the executive com- 
miftee for three-year terms. 





The Waco Traffic Club has announced the election of Roy 
Goebel, traffic manager for the Cooper Grocery Company, as 
president, and J. D. Hughett, assistant manager of the trans- 
portation department of the Waco Chamber of Commerce, as 
secretary ‘and treasurer. Resolutions were adopted urging Tex- 
ans to refrain from instructing its delegates to the Democratic 
national convention for William G. McAdoo and declaring his 
transportation policies to be unsound. After stating that there 
had been occasion to see his handling of the carriers under 
federal control and to become cognizant of his theories and 
ideas for handling them in the future, the resolution says: 
“In our opinion, the transportation policies of Mr. McAdoo as 
promulgated by him in the capacity of Director-General of Rail- 
roads and his theories of transportation as advocated- for the 
future are unsound fundamentally and from a scientific and 
practical economic viewpoint of transportation and not suscep- 
tical to practical application.” 





The panaceas of La Follette and other radicals who seek 
rate and valuation reduction by legislation are “socialistic to 
the core” and intended to make possible the confiscation of 
carrier property and ultimate government ownership of the rail- 
roads, said Samuel O. Dunn, editor of The Railway Age, speak- 
ing before the Transportation Club of Louisville at its annual 
meeting January 29. Mr. Dunn pointed out the narrow profits 
from railroad investments in past years and declared that re- 
ductions in rates would only be possible by reductions in the 
costs of labor and material. Radical politicians, who tell the 
farmer and others that freight rates are too high, never advo- 
cate reductions in wages and the factors that go to constitute 
the bulk of the cost, said he. It followed, therefore, he said, 
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that their. purpose in insisting on reductions could only be that 
they wanted to drive the earnings and value of the carriers 
down so that they could be easily taken over for government 
ownership. In conclusion, he said: “It is not at all inconceiv- 
able that the outcome of the present struggle over the railroads, 
whatever it may be, will in future be recalled as the thing 
which for many years determined whether the public policy of 
this country should be directed towards maintaining our pres- 
ent industrial and political system or toward the undermining 
of our present industrial and political system in order to estab- 
lish some kind of socialistic system in its place.” 





The Traffic Club of St. Louis has inaugurated a series of 
“Industrial Days” beginning with its luncheon, January 28, 
when A. C. Carpenter, vice-president of the Bemis Brothers Bag 
Company, addressed the club on “The Jute Industry of India.” 





The Transportation Club of St. Paul held its third annual 
election January 15 and elected the following officers: Presi- 
dent, Charles E. Elmquist, attorney, former member of the 
Minnesota Railroad and Warehouse Commission; vice-president, 
L. R. Capron, assistant freight traffic manager, Northern Pacific 
Railroad; secretary, Charles A. Liggett, service agent, traffic 
department, Saint Paul Association of Public and Business Af- 
fairs; treasurer, L. B. Poore, district passenger representative, 
Pennsylvania Railroad. Directors for two years: S. M. Low, 
traffic manager, Minnesota By-Products Coke Company; R. J. 
Rockstron, traffic manager, Hackett, Gates, Hurty Company; 
T. R. Jones, traffic manager, Swift & Company. 





The Traffic Club of Baltimore will hold its eleventh annual 
banquet and-dance February 5. Charles W. Galloway, operating 
vice-president of the Baltimore and Ohio, will be the speaker. 
The report of the nominating committee will be received at a 
business meeting before the banquet. 





R. F. Swicegood has been appointed secretary-treasurer of 
the Traffic Club of Jacksonville, following the resignation of 
J. P. Middleton. 





Winthrop L. Marvin, vice-president and general manager of 
the American Steamship Owners’ Association, who spoke before 
the Newark Traffic Club, January 23, said that American ship- 
pers should give preference to American steamship companies 
when their rates and services were equal to those of foreign 
lines. He cited a number of instances to show that foreign 
shippers patronized their own vessels even at a sacrifice. He 
mentioned a British firm that placed an order with an American 
company and directed it “to forward these goods by a British 
line.” A recent canvass of the principal shippers from a British 
center showed that fourteen out of sixteen refused to use Amer- , 
ican ships under any circumstances. For two years American 
vessels were unable to get a pound of cotton at the port of 
Alexandria, though bought by American firms for mills in New 
Kmgland. “I cite these examples of the policy of our compet- 
itors,” said Mr. Marvin, “not to suggest any emulation of these 
extreme practices, but to show you what the new American 
merchant marine is up against today. Is it surprising that 
American ships bring to our ports only 10 per cent of our im- 
ports from Great Britain and not much more from Scandinavia? 
But American shipowners do not ask American shippers to go 
to such unwarrantable lengths as this. What they do ask and 
have a right to expect is that American manufacturers and 
merchants will give a reasonable preference to their own coun- 
try’s flag when they route their exports or imports—that they 
will acquaint themselves with the sailing schedules of American 
companies, with the frequency and regularity of their services 
and with their rates of freight, which are usually fixed in con- 
ference with the approval of our government through the Ship- 
ping Board, and are no higher, as a rule, than the freight rates 
of their foreign competitors. Unless some such reasonable pref- 
erence by American business men is given, no national aid of 
the government can maintain an adequate merchant marine or 
give employment to the several miMion tons of good American | 
ships, government-owned or privately-owned, now idle in our 
ports. There are enough American ships afloat available for 
overseas trade to carry more than one-half of the entire im- 
ports and exports of this country. As a matter of fact, Amer- 
ican ships are now carrying only one-third—and one great rea- 
son for this is that American shippers, as a whole, have not 
yet learned the wisdom of that recent remark of President 
James A. Farrell of the United States Steel Corporation, that 
in the long run a fair preference by American merchants for 
their own national merchant marine and naval reserve would 
be more effective than subsidy.” Another speaker was Robert 
S. Binkerd, vice-chairman of the Committee on Public Relations 
of the eastern railroads, who asked fair treatment for the trans- 
portation lines. He said: “There are no railroad problems in 
the United States that will not find their fundamental solution 
in the simple formula of adequate revenues, fair participation 
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ROUTE YOUR CARGO VIA 


Mobile=Gulfport=Pensacola 
SHORT LINE EXPORT OUTLET 


From Mississippi Valley and Ohio Valley Points 


New York-Baltimore-Norfolk- 
Pacific Coast Ports 


VIA PANAMA CANAL 
PASSENGER AND FREIGHT SERVICE 
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CACIQUE Feb. 2 Feb. 7 Feb. 9 
SANTA OLIVIA Feb. 9 Feb. 14 Feb. 16 


THEREAFTER EVERY WEEK 


Liner Service: Liverpool, Manchester, Glasgow, 
Belfast, Dublin and Bristol Channel Ports, 
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LIVERPOOL AND MANCHESTER 
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San Francisco Los Angeles 


SANTA ROSA Feb. 9 Feb. 11 
SANTA CLARA Feb. 16 Feb. 18 


THEREAFTER EVERY WEEK 


*Calling at Manzanillo, San Jose de Guatemala, La Libertad, 
Corinto, Canal Zone, Havana (Eastbound), Baltimore (East- 
bound), Norfolk and New York. 


FARES, to Los Angeles or San Francisco, FIRST CLASS, $250 and up 
PANAMA SERVICE 
Between San Francisco, Los Angeles, Mexico, Central America and Canal Zone 
S.S. SAN JUAN sails from San Francisco Feb. 15 


and sailings about every 22 days thereafter 


PACIFIC MAIL S. 5S. COMPANY 


10 Hanover Square, New Y: 508 California ad San Francisco 
605 Contant "Bidg., man Angeles, Calif. 
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Pittebergh. 410 State Theatre Bldg. Chicago 


BREMEN AND HAMBURG 
Sailing from Mobile about 


Feb. 20 , 
U.S.8.B. 8.8. WEST HARDAWAY. | Sailing from ainsinitite: wines 
: ep. 


LONDON 
U.8.8.B. 8.8. BRADDOCK or Sub Due in the Gulf late Mar. 


LIVERPOOL 
U.S.8.B. 8.S. ANTINOUS or Sub Due in the Gulf late Mar. 


Waterman Steamship Corporation 
“Operating United States Government Ships’’ 
MOBILE, ALABAMA 
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in the prosperity of the country and a constructive use of the 
power of regulation. And since, in a democracy like ours, the 
railroads will never receive this, except as the result of a de- 
mand by an intelligent public opinion, it may truthfully be said 
that there is only one railroad question before the people of 
the United States. That question is whether or not they will 
support transportation policies which are in their own interest 
and essential to their own welfare. The freight service of the 
American railroads in 1923 was equivalent to hauling about 
4,000 tons of freight one mile for every man, woman and child 
in the country. The people of the United States are about ten 
times more dependent than the people of civilized Europe on 
railroad transportation for the normal functions of their every- 
day life. Under these circumstances the health and prosperity 
of this absolutely essential industry ought to be an object of 
intelligent concern to every member of society.” 





Lewis H. Pounds, Commissioner of the Port of New York 
Authority, in an address before the New York Traffic Club 
Tuesday night, said that an important forward step in unifying 
the rail terminals at that port had been accomplished through 
the agreement between the carriers for the operation as a 
Single unit of the marginal belt line between Edgewater and 
Bayonne. This will have a director of operations and an unoffi- 
cial observer to check up results in behalf of the Port Authority. 
Mr. Pounds also outlined the legal proceedings taken by the 
Port Authority to intervene in the complaint brought by the 
Traffic Association of the South Atlantic ports before the Com- 
mission. The interests of New York will be protected, he said, 
against the move to extend the Baltimore and Norfolk differ- 
ential under this port to the South Atlantic. Another speaker 
was Major Elihu C. Church, engineer for the Port Authority. 





The Traffic Club of the Cincinnati Chamber: of Commerce 
will hold its annual election the evening of February 12. The 
nominating committee has placed two tickets in the field, as 
follows: Blue Ticket: Chairman, R. E. Smith, manager, Uni- 
versal Carloading & Distributing Company; vice-chairman, C. A. 
Schuster, traffic manager, The Fleischman Company; secretary, 
C. G. Frederick, traffic manager, H. & S. Pogue Company. Red 
Ticket: Chairman, A. L. Galleher, A. G. F. A., Baltimore & 
Ohio Railroad; vice-chairman, F. T. M., Southern Railway; sec- 
retary, C. G. Frederick, traffic manager, H. & S. Pogue Company. 


INTERLOCKING DIRECTORATES, ETC, : 


Thorstein W. Burtness has been authorized to hold the 
positions of secretary of the Chicago, Milwaukee & St. Paul 
Railway Company, Chicago, Milwaukee & Gary Railway Com- 
pany, Bellingham & Northern Railway Company, and Tacoma 
Eastern Railroad Company, and secretary and trustee of the 
Chicago, Milwaukee & Puget Sound Railway Company. 

J. E. Fitzwilson has been permitted to hold the position of 
vice-president of the New Orleans & Northeastern Railroad 
Company and of the New Orleans Terminal Company. 

“William S. Bennet has been authorized to hold the positions 
of general counsel and second vice-president with the Missis- 
sippi Southern Railroad and general counsel with the Superior 
& Southeastern Railway Company in addition to a directorship 
and/of any other office with each of the roads above named. 

Albert E. Clift has been permitted to hold the positions of 
director of the Birmingham Terminal Company, Omaha Bridge 
& Terminal Railway Company and Paducah & Illinois Railroad 
Company, in addition to various other positions previously au- 
thorized. 

: Ira A. Place has been authorized to hold the position of 
~ Yes of the Reading Company in addition to positions now 
eld. 

James B. Duffy has been authorized to hold the positions 
of director of the California, Arizona & Santa Fe Railway Com- 
pany, Minkler Southern Railway Company, Santa Fe & Los 
Angeles Harbor Railway Company; Verde Valley Railway Com- 
pany and Western Arizona Railway Company, and, in addition 
thereto, a directorship and/or any office or offices with the 
Atchison, Topeka & Santa Fe Railway Company and numerous 
other lines subsidiary thereto. 

John L. Beven has been authorized to hold the positions 
of director of the Chicago, St. Louis & New Orleans Railroad 
Company and assistant to the president of the Illinois Central 
Railroad Company and Yazoo & Mississippi Valley Railroad 
Company and, in addition thereto, a directorship with the Bates- 


ville Southwestern Railroad Company and various other short 
lines. 


RAILROAD RECEIVERSHIPS 
In 1923 railroads, with a total capitalization of $87,913,581, 
went into the hands of receivers; other roads with a capitaliza- 
tion of $14,622,900 were sold at foreclosure proceedings, accord- 
ing to a study made by the Bureau of Railway Economics, show- 
ing the capitalization of the railroads which, since 1890, have 
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either been thrown into receiverships or sold at foreclosure 
proceedings. 

In 1922 the capitalization of roads entering receivership 
amounted to $329,114,860, while those disposed of at foreclosure 
sales amounted to $299,491,646. In 1921 receivers were appointed 
for roads having a total capitalization of $63,872,113, while those 
sold at foreclosure had a capitalization of $306,123,942. 

The number of roads entering receivership in 1922, based 
on capitalization, was the largest for any year since 1915, and 
was due mainly to the financial failure of a number of large 
lines, of which the Denver & Rio Grande Western, having an 
outstanding capitalization of $178,214,582, was the largest. The 
Chicago & Alton was second in size on the list with $127,959,378. 
In 1922 receivers were also appointed for the Cleveland, South- 
western & Columbus Railroad, which had an outstanding cap- 
italization of $11,103,000, and the Peoria Railroad Terminal Com- 
pany with $3,444,000. 

A number of large railroads were also sold at foreclosure 
sales in 1922, among them being the Missouri, Kansas & Texas 
lines, with an outstanding capitalization of $219,631,657; the 
International & Great Northern, $31,137,000; Tennessee Central, 
$20,220,900, and the Missouri & North Arkansas, $16,680,000. 


SOUTHERN BRICK REVISION 


The Trafic World Washington Bureau 


The proposed revision of clay product rates from, to and 
between points in southern territory, carried in schedules under 
suspension in I. and S. No. 1885, was discussed before the whole 
bench of the Commission, January 30, by H. L. Walker for the 
Southern Railway, D. L. Younger for the Norfolk & Western, 
S. S. Bridges for the Ohio-Kentucky Associated Industries, D. P. 
Harris for the Acme Brick Company of Memphis, Charles E. 
Cotterill for an association of clay products manufacturers, or- 
ganized for the purpose of fighting this case, W. M. Leighton 
for interests in the Carolinas and F. W. Gwathmey for the At- 
lantic Coast Line. E. D. Mohr for the Louisville & Nashville 
was assigned time but was not able to use it on account of 
illness. 

Railroad lawyers admitted the wide scope of the revision 
as charged by attorneys for the shippers. The latter admit that 
the present rate structure is ragged and has no semblance of 
uniformity but deny that the proposals were made with a view 
to increasing their revenues. They admitted that on account 
of the re-arrangement of the groups of origin and destination, 
it was hard to find exactly what the rates would do but they 
would not admit that they would result in an increase of twenty 
per cent, as claimed by Mr. Cotterill. Their object was not to 
increase revenues but to make a commodity revision, the neces- 
sity for which was admitted. 


Mr. Cotterill said it was really a revision of commodity 
rates, the necessity for which was claimed to arise by reason 
of the determination of the southern railroads to get their class 
rates into commendable shape. He said the suspended sched- 
ules would establish the uniform brick list and subject the 
whole list to rates based on that grouping of clay products, a re- 
arrangement of origins and destinations, and an increase of 
rates: by about twenty per cent. He said his clients, large pro- 
ducers of clay products, estimated the increase at about twenty- 
One per cent. The rates would apply state and interstate. Ans- 
Swering a question from the bench Mr. Cotterill said he meant 
the schedules did not make a distinction between state and in- 
terstate commerce but applied rates for distances, no matter 
where, made in accordance with a mileage scale which he said 
was incorporated in the tariff. No state commission, he said, 
he understood had taken any affirmative action toward letting 


any of the rates contained in the schedules filed with them be- 
come operative. 


Mr. Bridgers said the proposed revision would shut his 
clients out of territory they now reach and be ruinous for them. 
He hoped the Commission would not permit them to become 
effective. Mr. Harris dealt with rates from points in Arkansas 
to the southeast. Increases, he said, would shut the Acme prod- 
ucts Out of considerable territory. He asked for proportionals 
east of the Mississippi on clay products originating west of it 


or no increases in the rates, such as would result from the 
revision. 


BIG LUMBER SHIPMENT 

A solid trainload shipment of lumber, run special from 
Laurel, Miss., to Linden, Ind.. was made January 29 by the 
W. L. Shepherd Lumber Company, the shipment being loaded 
for its account by the Gilchrist-Fordney Lumber Company of 
Laurel. It consisted of between twenty-five and thirty cars. 
The shipment was handled out of Laurel via the G. M. & N. 
Railroad to Jackson, Tenn., Illinois Centra] to Louisville, and 
Monon to Linden. A number of such solid trainload shipments 


have been made by this company out of southern territory it 
the last year. 


Februa 








ae ae Oe 


GV we WY 


_— 
4 


r 
le 
1e 
n, 


r- 
yn 
\ t- 
ile 
of 


on 
at 


BW 
int 
on, 
ley 
aty 

to 


lity 
son 
ass 
ed- 
the 
re- 
. of 
pro- 
nty- 
Ans- 
sant 
| in- 
itter 
said 
said, 
ting 
1 be- 


his 
hem. 
some 
nsas 
prod- 
nals 
of it 
. the 


from 
y the 
naded 
ny of 
cars. 


, and 
nents 





February 2, 1924 THE TRAFFIC WORLD 311 


ERIE RAILROAD COMPANY 
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Serves with its own rails, or through its many connecting lines, the Manu- a 
facturing, Mining and Agricultural centers of America. 





The importance of the Erie Railroad to the City of Chicago with its 


3,000,000 people 400 square miles of switching district and 
25,000 manufacturing industries 40 mile water-front on Lake Michigan 
200 square miles of city proper 


is emphasized by the following outstanding features: 
1—Its freight house and team track facilities at 


14th Street Englewood Kensington 
Webster Avenue (Chicago River) Auburn Park Hammond 
Erie Street (Chicago River) Burnham (Hegewisch) 

26th Street Dolton 


2—The 200 public freight delivery and receiving locations available for its use in addition to access to 
private side tracks serving industries. 

3—Its connection, at its 14th Street house, with a freight subway of 65 miles serving many industries, 
department stores and universal freight stations in the downtown district. 

4—The break-bulk lighterage service covering 20 miles of Chicago River navigation, with universal stations 
and private dock receipts and deliveries, which connects with the Erie’s private dock at its 18th Street yards. 

5—The only railroad operating car-float service for freight traffic on the Chicago River. This floating 
equipment serves the Erie’s team tracks and freight houses at Erie Street and at Webster Avenue. 

6—The only eastern railroad maintaining freight delivery and receiving stations on the north side of 
Chicago, at which stations it uses gasoline locomotives in switching cars. 

7—It is completely equipped for expeditious freight service in the Chicago switching district.. Through its 
yards at Hammond, Ind., 51st Street and 18th Street, it is able to quickly reach all of the belt and 


switching roads in the entire district, which enables it to satisfactorily serve the public on local and 
through traffic outbound and inbound. 


DOUBLE-TRACK RAILROAD BETWEEN THE EAST AND THE WEST 


For handling domestic, export and import traffic in New. York Harbor, it maintains superior 
facilities, including: 

Pier ‘‘C,”” Weehawken, newest and most completely equipped pier in New York Harbor for handling export 
and import traffic. 


. Specially equipped lighters for handling export packing house products—heated in winter and refrigerated 
in summer. 


aia Direct interchange with coastwise vessels and vessels to the West Indies and South America as well as Tresio- 
tlantic. 


Modern live poultry terminal at Weehawken under construction. 











Reaches through its immediate connections the ports of Boston, Philadelphia, Baltimore and 
Norfolk, where adequate facilities are maintained for handling export, import and domestic traffic. 





Maintains agencies in important cities in America and Euro 
departments dealing with: 


Passenger travel Freight Traffic—export and import Agricultural development 
Freight traffic—domestic Industrial development Marketing 


pe and has completely organized 
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The Open Forum 


A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic Men 








ST. LAWRENCE SHIP CANAL 
Editor The Traffic World: 

In your issue of January 12° a gentleman from Baltimore 
protests vehemently against the proposed St. Lawrence Ship 
Canal on the ground that there is no necessity for it, and that 
it would not be used sufficiently to make it approach a paying 
venture. 

As for the waterway connecting the Great Lakes with the 
ocean, you may assure your correspondent that for 98 per cent 
of the distance there is nothing the matter with it whatever. 
Between Duluth at the head of Lake Superior, or Chicago at the 
head of Lake Michigan, and the battery of Lake Erie ports, 
there is the most useful landlocked body of water in the world, 
carrying a larger commerce than any other in the world. Be- 
tween the port of Montreal and the ocean there is a channel, 
partly the way nature left it partly improved, carrying a com- 
merce which makes Montreal the second largest port on the 
North American Atlantic seaboard. Between lies Lake Ontario 
and more than a hundred miles of the navigable St. Lawrence, 
ready to take its part in this great highway of commerce from 
which it is cut off by two barriers that can be passed by less 
than sixty miles of canal. 

That is all the matter with the present waterway. Even 
through the small, antiquated, and obsolete canals of the St. 
Lawrence now, there is a larger volume of commerce than that 
of the New York State Barge Canal and the upper Mississippi 
combined. 

The West needs that open highway to get to Europe, to 
reach the American ports on the North Atlantic, to exchange 
commodities with Baltimore. We have, among other things in 
the middle west, a million tons or so of iron ore every year 
to be sent down to Chesapeake Bay;we need, among other 
things, a million tons or more or phosphate rock to be brought 
up from the South Atlantic seaboard. For that and for a hun- 
dred other necessities the West wants this road opened. We 
are pressing for it as earnestly as the citizens of Baltimore 
would urge the opening of its channel if the mouth of Chesa- 
peake Bay were blocked by a sandbar. Baltimore would dig 
its way out if its citizens had to tackle the job alone and bare- 
handed. - And that is the way the West feels about its natural 
outlet to the sea. 

John §S. Pardee, 
Assistant Executive Director, 
Great Lakes-St. Lawrence Tidewater Assn. 
Duluth, Minn., Jan. 29, 1924. 


THE RECAPTURE CLAUSE 


Editor The Traffic World: 

It was indeed with great pleasure that I assimilated your 
editorial entitled “The Recapture Clause,” as contained in the 
January 12 issue of The Traffic World. The views expressed 
therein were so much in accord with what appears to me to be 
an exposition of sound doctrinal business principles that I could 
not refrain from expressing to you my commendation of the 
same. 

It is, indeed, most gratifying to know that you have the 
courage to give expression, through the medium of your most 
valued publication, to your views on this, as well as other highly 
important transportation problems, notwithstanding the fact that 
said views may very often be quite the adverse of those deci- 
sions as promulgated by the highest judicial tribunal in the 
land, although not minimizing the propriety of such authoritative 
decisions. 

What incentive is there for efficient and economical opera- 
tion of railroads beyond that as required to meet the provisions 
of the guaranty clause of the transportation act; what incentive 
is there for the investing public to purchase railroad stock when 
they know full well the measure of earnings beyond which effi- 
ciency and economy is non-productive as applying to their efforts 
as individual transportation systems when there are gilt edge 
securities, not hampered or limited in their earnings,-that are 
offering inducements to conservative investors of more reliable 
and substantial character than the railroads could possibly offer 
under the provisions of the recapture clause? 

A great many of the so-called “weak roads” have been made 
such by the ravages of government contro] and operation. Like- 
wise, most of the roads that have been forced into receiverships 
owe it to the direct result of government operation. There are 
weak roads, but there is a cause for their being weak. Find 


‘and steel traffic and not general in nature. 


the remedy and apply it individually the same as would be re- 
quired to bring success to any other business. Certainly, there 
are a number of ways in which this condition could be remedied 
without recourse to another carrier’s treasury. = 

The “guaranty clause” is needed to protect the carriers from 
impositions of the demagogues and radicals who would make a 
political football of our transportation systems for the purpose 
of furtheririg their own selfish political ends. The guaranty 
clause is, to all intent and purposes, a protective measure and 
should not have any relation to the recapture elause, which ap- 
pears to the writer to be basically unsound in theory and in 
principle. 

The Commission should be in a position to remedy any 
excess or unreasonable earnings as such applies to the individual 
transportation systems, for it certainly is clothed with sufficient 
authority so to do. 

Again we commend you for the views which you so ably ex- 
pressed in your editorial columns concerning this most impor- 
tant subject. H. R. BUCHER, 

Traffic Manager, Lycoming Motors Corp. 

Williamsport, Pa., Jan. 18, 1924. 


SHORT HAUL STEEL RATES 
The Trafic World Washington Bureau 


In a brief addressed to the federal commission and to the 
Ohio commission, on I. and S. No. 1929 in so far as the former 
was concerned and in I. and S. No. 71 on the Ohio docket, 
Andrew H. Brown, assistant traffic commissioner of the Cleve- 
land Chamber of Commerce, attacked the short haul steel rates 
case made by the carriers as fatally defective because they had 
made no effort whatever, he said, to show that the existing 
short haul rates on steel in western Pennsylvania, eastern Ohio 
and northern West Virginia were unremunerative. He said he 
believed a showing that the existing rates were unreasonably 
low or unremunerative was absolutely essential to the carriers’ 
right to an advance. He said the Commission, in a large num- 
ber of cases, had decided in that way on that precise point, and 
quoted from seven of them to what he said was that effect. 

Instead of proving or undertaking to prove that the exist- 
ing rates are unremunerative, he said, the carriers had set the 
claim that the fifth class rate, Pittsburgh to Cleveland, is the 
authoritative standard whereby to measure the rates proposed. 
They rested their case upon the contention, he said, upon the 
existence of that basis in other parts of Central Freight Asso 
ciation territory, regardless of transportation conditions, the 
decision of the Commission in the American Shipbuilding Case, 
and the claim that that basis had the authority which came 
from existence for years past. 

Without qualification, he asserted, that that was not the 
proper form in this situation. 

“The protestants attack the carriers’ standard,” said he, 
“from several angles. First, it is shown that the fifth class 
basis did not originate until 1907, and it is pointed out that in- 
creases beginning with 1903, when the existing sixth class rate 
was increased 10 per cent, followed by the final ‘advance in 
1907 to fifth class, were advances particularly applied to iron 
It was also shown 
by both protestants and respondents that the commodity rate 
basis on short haul traffic has at least as great justification 
from the point of view of rate history as has the fifth class rate. 
In other words, the commodity rates sought to be advanced 
have existed as commodity rates for as far back as rate history 
may be extended, and the advance herein proposed is in effect 
the application of an advance made September 20, 1917, under 
the Disque scale, which was specifically applied to class rate 
traffic only.” . 

Brown said the carriers should not be permitted, in theif 
efforts to avoid fourth section violations, to publish rates which 
they fail to justify as in themselves just and reasonable. That 
is to say, that they may not violate the provisions of the fed- 
eral and state statutes as to reasonableness and that the burdet 
of a right to establish an advance is upon the railroads. He 
said it had been shown that the adjustment necessary could 
properly made by the publication of through commodity rates 
without serious effect upon the revenues, and thus avoid the 
imposition of increases upon rates already relatively high, 4? 
that to permit the proposed rates to become operative would 
disrupt existing relationships and groupings for which no suf 
ficient justification appeared. 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persone dealing with traffic A specialist 
on interstate commerce law, is a member of our legal department, 
will give his opinion in answer to an: eae 20 tee low 
of interstate Ganepestetion of Greiaht. traffic man of long experience 
and wide ee a to practical traffic 
yy We do not desire to the place of traffic man but to 

" o> mais to refuse to in this department 
e 8 reserv ce] answer any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein con! ated. 
Questions and Answers ent, 
Traffic Service Corporation, Colorado Buil , Washington, D. C 





Tariff Interpretation—Application of Proportional or Reshipping 
Grain By-products Rates Restricted to “Shipments” Origi- 
nating at Certain Points—to Shipments of By-products 
Manufactured at an Intermediate Point Under Transit 
Arrangements from Grain Originating at Same Points 
lowa.—Question: During July and September, 1923, a local 

concern received two carload shipments of corn, originating at 

Minneapolis, which were milled at this point into gluten feed, 

and consigned to Newport, Vt. Transit was allowed on these 

two shipments to Milwaukee on the Minneapolis to Milwaukee 
grain rate. The shipments were also prepaid from Milwaukee 


to Newport, Vt., on a basis of 20% cents per cwt. beyond Mil- 
waukee. 


This rate was obtained from Grand Trunk G. T. D. Tariff 
E-4650, I. C. C. 3076, which provides that Newport, Vt., takes 
the Boston, Mass., rate. And Kelly’s Tariff 233-B, I. C. C. 1242, 
page 31, item 365, names a reshipping or proportional rate of 
28% cents from stations in group 100 (Milwaukee) to Boston 
rate points on grain by-products as specified on page 20, item 
9, when shipments originate at points shown in note 28, page 
22. You will note that item 365 reads: “Applies only on ship- 
ments originating at points shown in note 28.” Reference is 
also made to note 2. 


As the grain out of which this gluten feed was manufac- 
tured, and on which the transit rate to Milwaukee was allowed, 
originated at Minneapolis, we used this as our authority for 
the application of the 28%4-cent rate beyond Milwaukee. 


- The Canada Atlantic Transit Company, which handled the 
shipment out of Milwaukee, states that the 28%-cent rate ap- 
plication is illegal, because the point of origin of the by-product 
is the governing factor—not the point of origin of the grain 
itself; and that as the gluten feed itself originated at Clinton, 
Ia., and not at Minneapolis, that the rate we used would not 
apply. 

We contend that reference to rule 2, in the item itself, 
which refers to grain milled in transit at Milwaukee or Chi- 
cago, indicates that the intentions of the tariff and the item 
itself, is to cover such shipments as the one in question. 

Item 80 of the tariff also provides that shipments trans- 
ported under its provisions will be subject to all allowances 
or privileges such as “transit privileges” allowed in tariffs of 
lines parties to the same. The matter would also seem to 
hinge on the interpretation of that paragraph on the item 
quoted above. You will note that this paragraph does not state 
“srain by-products,” but specifies “on shipments.” 


Answer: When a tariff provides rates on a given com- 
modity and carries in connection therewith a statement that 
“rates apply on shipments” routed via certain gateways or 
handled in such-an-such a manner, or on “shipments” loaded 
by the shipper, or on “shipments” consigned to certain points 
or on “shipments” originating at certain points or in certain 
territories, isn’t it the natural and reasonable construction to 
say that the use of the word “shipments,” without saying just 
what the commodities consist of, implies “shipments of the 
commodity on which the rate is published?” How can we 
construe a rate published on lumber originating at Shreveport, 
La., as applicable to shipments of logs coming from the same 
place, unless there is something specifically authorizing such 
application? Or, better still, if a rate is published on lumber 
from Chicago to Buffalo applicable to “shipments” coming from 
Shreveport, are we not going beyond the language of the tariff, 
also beyond its implied provisions in saying that “shipments” 
also includes logs? 

We find no provision in either item 365 or note 28 of this 
tariff authorizing the use of the proportional gluten feed rate 
to shipments “of corn” from Minneapolis. We cannot deny that 
these shipments “from Minneapolis” were corn whem they moved 
from that point, nor that they became gluten feed at Clinton, nor 
that we did not have shipments of gluten feed from Minneapolis. 
The rate is published to apply on gluten feed “on shipments 
originating at Minneapolis.” How can we read into this by im- 
plication “on shipments of either corn from which gluten feed 
may be manufactured and reshipped to and through the point 
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from which this gluten feed rate is published or on through- 
billed shipments of gluten feed from Minneapolis?” 

It seems that for us to say that a gluten feed rate published 
to apply on “shipments” from Minneapolis will also apply on 
shipments of corn from Minneapolis which is subsequently con- 
verted Into gluten feed, is going clearly beyond the published 
provisions governing the application of the gluten feed rate. 

This view seems to be supported by the fact that the prod- 
ucts of mills at Milwaukee and Chicago are, by specific appli- 
cation in note 2, made subject to this particular reshipping 
rate. What would be the need for specifically authorizing Chi- 
cago and Milwaukee transit products to come under the re- 
shipping rate of item 365, if they could take Minneapolis wheat, 
mill it at intermediate points, Chicago or Milwaukee, and then 
reforward on the 2814-cent rate without such authority, as in 
your case? If there were a similar application covering transit 
performed at Clinton, then the application of the gluten feed 
rate from Milwaukee to Boston would be extended to include 
feed coming from Clinton, manufactured from “shipments of 
corn” coming from Minneapolis. It seems that the presence 
of the Chicago and Milwaukee authorizations, and the absence 
of authority for Clinton mill products, prevents us from right: 
fully contending for application of the 28%4-cent rate to gluten 
feed shipments moving from Clinton, manufactured from raw 
materials originating at Minneapolis.. To our way of thinking, 
the term “applies on shipments originating at Minneapolis” 
means shipments of the commodity on which the rate is pub- 
lished to apply, i. e., gluten feed. 

Taking your own premise, that is, transit privileges as 
basis of contentions: Transit implies a through movement from 
origin to destination just as if the commodity had not stopped 
off for changing of form or other purposes. If this is a through 
shipment from Minneapolis, is it not’ also a through shipment 
of corn, rather than a through shipment of gluten feed? If we 
cannot admit it is a through shipment of corn, in essence, be- 
cause converted into gluten feed at Clinton, by the same sign 
we are barred from saying that it is a through shipment of 
gluten feed from Minneapolis. If this had been a through-billed 
shipment of corn, the gluten feed rate of 28% cents would not 
have been applicable. Your transit implies a through move- 
ment of the commodity which left original shipping point, and 
not the commodity out of the transit point. 


Liability of Carrier for Collecting as Advances Freight Charges 
Accruing on a Separate Contract of Shipment 

Missouri.—Question: We recently made shipment to a cus- 
tomer in Kansas, who, on account of price, was unable to use 
the goods. These goods were sold f. o. b. point of origin and 
forwarded to consignee on a straight bill of lading. This cus- 
tomer is an implement dealer, also storage and transfer com- 
pany, and he ordered this particular shipment for resale pur- 
poses. The customer, instead of refusing the shipment, giving 
us a chance to place it elsewhere, accepted it, paying the freight 
charges, and then shipped it back to us, first securing from 
the carrier’s agent refund of the inbound freight charges, and 
then showing same as advances upon the return billing, using 
his authority as a transfer company to do so. We were unsuc- 
cessful in having this railroad company return the shipment to 
original destination, free of charge. We have been assessed 
charges both to and from. 

We contend the transportation company was in error in 
returning the shipment to us without first securing our per- 
mission. It is our intention to file claim for the entire freight 
charges, for, if the shipment had not been returned, we no 
doubt could have saved the sale by placing elsewhere in that 
territory or perhaps in that very town. 

Answer: Inasmuch as the original shipment was delivered 
to the consignee, the original contract of shipment was termi- 
nated. The carrier had the right to look to either the shipper 
or the consignee for the freight charges, or to extend credit 
to either. By extending credit and releasing the shipment to 
the consignee, it lost its lien upon the goods. It had no right, 
at law, to advance these charges against a shipment from your 
customer to you. The carrier’s lien is specific and attaches to 
the goods involved in one transaction for charges covering that 
transaction, and does not attach to other shipments moving 
under a separate contract. You are not obligated in any way 
to accept the returned goods, because in so doing you were 
simply repurchasing from your customer goods which you had 
previously sold to him. If the goods were sold f. o. b. origin, 
according to the weight of authority, when you loaded them 
onto the cars and executed the bill of lading, title vested in 
your customer. 

Rule 8 of the Consolidated Freight Classification provides 
that advancing charges of this nature is forbidden, and we 
think you would be within your rights in filing claim for ovel- 
charge on the return shipment for this amount, but we hardly 
think this will relieve you of the necessity of paying the freight 
charges on the original shipment, for the rule is well settled 
that the consignor with whom the carrier has made the con 
tract of affreightment is primarily liable therefor. Our view 
is that while you have a good claim on the return shipment, 
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the carrier has one equally as good on the original, and that 
the one offsets the other. We find nothing in the authorities 
holding that the extension of credit to the consignee in this 
manner would absolve the consignor from his liability to pay 
the charges on the original shipment. 


Live Stock—Loss Resulting from Peculiar Nature and Propensl- 
ties Thereof 


Virginia —Question: A carload shipment of live stock 
stock cattle moved from A to D, interstate movement. At 
point B one steer was taken from car and sold account of being 
crippled. For example, cost price of steers, $20 each. Crippled 
steer sold for $10 by railroad. Claim was filed against carrier 
in the amount of $20, value of steer. Carrier paid claimant 
$10, amount received from sale of crippled steer, and claim 
was amended to $10. Carrier now declines payment in full 
value of steer, claiming cause was due to inherent nature and 
tendencies of the cattle themselves and not due to negligence 
on the part of the carrier. We believe the carrier is responsible 
for entire value in accordance with the court ruling as follows: 
Cooper vs Raleigh, etc., Ry., 110 Ga. 659, 36 S. E. 240; Rags- 
dale-Lawhon Mule & Horse Co. vs. Davis, Agent, 119 S. E. 428, 
taken from The Traffic World, issue of December 1, 1923, page 
1351. Carrier offers to settle for half, or $5. 

Can you state where court rulings recognize the inherent 
nature and tendencies of the cattle as an excuse relieving 
the carrier of responsibility? 

Answer: A common carrier of live stock is exemt from 
liability for loss or injury caused by the nature and propensi- 
ties of the animals, and which cannot be prevented by fore- 
sight, vigilance and care. Webster vs. Union Pac. R. Co., 200 
Fed. 597; Ill. Cent. R. Co. vs. Brelsford, 13 Ill. App. 251; Linds- 
ley vs. Chicago, etc., R. Co., 36 Minn. 539, 33 No. W. 7, 1 Am. 
St. Rep. 692; International, etc., R. Co. vs. Young (Tex. Civ. 
App.), 72 S. W. 68; Texas Cent. R. Co. vs. Hunter & Co., 47 
Tex. Civ. App. 190, 104, S. W. 1075. 

A carrier is not liable for the loss of live stock carried, if 
it die of disease or inherent weakness, or becomes sick without 
fault, or receives injury through its own vicious . propensities, 
but fhis principle is not to be so extended as to relieve the 
carrier from the duty to take notice of the ordinary weakness, 
character and propensities of domestic animals, and to make 
such provision against loss or injury therefrom as may reason- 
ably be done. 


Routing—Shipper Must Specify Delivery Desired Where Same 
Rate Applicable via More than Delivering Carrier 

New Jersey.—Question: Recently this company forwarded 
a shipment to a consignee in Washington from the South and 
the obvious routing was Southern Pacific Steamship to New 
York, and either Pennsylvania or Baltimore & Ohio beyond, the 
same rates applying via either route. However, the bill of 
lading did not specify the routing intended, which was Baltimore 
& Ohio, the consignee having a siding on the Baltimore & Ohio 
‘(open bill of lading). 

The shipment was routed by the Southern Pacific Steam- 
ship, beyond New York via the Pennsylvania. 

The point in question is, the consignee had an established 
delivery siding on the Baltimore & Ohio tracks and none on 
the Pennsylvania. Cartage charges accrued at Washington in 
the amount of approximately $20 for hauling the shipment from 
the Pennsylvania to the Baltimore & Ohio tracks. 

Would you call this a misrouting, according to law and, if 
so, who is liaable, the delivery carrier or the originating carrier, 
for the misrouting? 

Answer: Under the principle of the Commission’s opinion 
in Ohio Iron & Metal Co. vs. C. M. & St. P. Ry., 28 I. C. C. 702, 
the initial carrier is not liable for misroute in the instant case, 
the initial carrier, in the absence of delivery instructions, having 
the right to elect via which of the two delivering carriers it 
would forward the shipment. See also Curtis & Yale vs. C. 
&N. W. R. R., 47 I. C.-C. 12. 


Reconsignment vs. New Shipment—Rate Applicable 

Georgia.—Question: We have a case at issue with the 
carriers which we would like to have you give us a ruling on 
if possible. 

Under date of June 21 one of our clients shipped to point 
X in Tennessee a carload of stock consigned to their order, 
notify consignee A. 

On arrival of the goods at that point the carrier inad- 
vertently allowed the shipment to be inspected by the consignee 
and while it was still on team track it was refused by the con- 
signee and subsequently reconsigned by our client to point Y 


in Kentucky, the reconsignment not being accomplished until: 


July 8, a new bill of lading being taken out. In this connec- 
tion, you know, the decreases effective July 1, 1922, became 
effective while the shipment was on hand with the carriers, and 
it is our contention that the carriers should charge the local 
rate from Atlanta to point Y and the local rate from X to Y, 
the rate in effect from X to Y being subject to a ten per cent 
decrease, as the shipment moved after the decrease had gone 
into effect. This is a peculiar case where the through rate 
exceeds the lowest combination rate after taking off the ten 


THE TRAFFIC WORLD 


Vol. XXXIII, No. 5 


per cent decrease on the last factor, and there was quite a 
large undercharge accumulated on account of the carriers at- 
tempting to collect on basis of the through rate. 

The carriers are contending that the rate in effect on the 
date the shipment originally moved from Atlanta rather than 
the rate from X to Y after the decrease should be applied. 

Answer: Whether or not the lower rate is applicable on 
the movement beyond point X in Tennessee is dependent upon 
whther a new shipment was made from that point or whether 
the subsequent movement beyond that point was a reconsign- 
ment. If the latter, the rate to apply is that in effect at the 
time the shipment left the original point of shipment (see 
Carolina Portland Cement Co. vs. Director-General, 83 I. C. C. 
388), while if a new shipment was made, the rate in effect at 
the time the carrier received definite instructions to forward 
the shipment from point X in Tennessee is the rate to apply. 

In our opinion, the two main points to be considered in 
determining whether or not the shipper has, in a given case, 
reconsigned or reshipped his goods, are: (1) Whether or not 
delivery has been made and .possession taken by consignee at 
the first destination; (2) the manner in which the goods are 
reforwarded to the second destination. The payment of freight 
charges and taking out of a new bill of lading are merely inci- 
dental and not controlling points, and the question as to whether 
or not the shipment was unloaded at first destination should 
not enter into the consideration, except that a shipment which 
has broken bulk, or been unloaded, cannot be reconsigned. 

In order to make a reshipment, the shipper must first have 
taken actual or constructive possession of the inbound ship- 
ment at the first destination. See Wood Butter Company vs. 
Cc. C. C. & St. L. Railway, 16 I. C. C. 374 (375); Memphis 
Freight Bureau vs. I. C. Railroad, 27 I. C. C. 1 (2); Godwin 
vs. Y. & M. V. Railroad, 31 I. C. C. 285 (286); and American 
Tir Company vs. St. L. & S. F. Railway, 50 I. C. C. 270 

After possession has been taken, the shipper must forward 
his goods as a new shipment and under a new contract en- 
tirely separate from the contract covering the inbound ship- 
ment. See Detroit Traffic Association vs. L. S. & M. S. Railway, 
21 I. C. C. 257 (258); Zelnicker Supply Co. vs. M. K. & T. 
Railway, 27 I. C. C. 615 (616), and Reconsignment Case, 47 
I. C. C. 590 (633). 

The mere fact that charges are paid on the inbound ship- 
ment and a new bill of lading taken out to cover the outbound 
movement does not prevent the shipper from reconsigning his 
goods, if he takes the proper steps in forwarding the car from 
the first destination. See Nichols & Cox Lumber Co. vs. N. 
Y. C. Railroad, 51 I. C. C. 174 (176); Brabston vs. C. of G. 
Railway, 51 I. C. C. 459 (461); and Natchez Chamber of Com- 
a vs. Director-General and Y. & M. V. Railroad, 56 I. C. C. 
Weight of Shipment Subject to Moisture Absorption—Refund of 

Overcharge Based Upon Difference Between Origin and 

Destination Weights 

Indiana.—Question: On March 19, 1922, we had forty-five 
bales of burlap shipped from New Orleans, La., to Detroit, 
Mich., via the Barge Line and the X Railroad. 

The Barge Line accepted as the weight of this shipment 
50,045 pounds, based on the government approximate weight 
records plus 3.27 per cent for tare. The car containing these 
goods upon arrival at Detroit was track scaled by the X Rail- 
road and found to weight 51,100 pounds. 

This commodity when subject to moisture absorbs a great 
deal and we are therefore inclined to believe that during its 
water carriage it absorbed enough moisture to account for this 
difference in weight. 

We, of course, understand that all weights are subject to 
correction when accepted, but in this case, where conditions 
tended to increase weight while in transit, should we be re 
quired to pay freight based on this additional weight? 

Answer: If it can be established that 50,045 pounds was 
the true weight of the shipment at point of origin, it seems 
apparent, when taking into consideration the nature thereof and 
the mode of transportation prior to the delivery of the ship- 
ment to the rail carrier, that the shipment absorbed moisture 
sufficient to account for the additional weight of the shipment 
at destination, assuming that it was correctly scaled at that 
point. If so, under the opinion of the Commission in Central 
Pennsylvania Lumber Co. vs. Tionesta Valley Railway Company, 
Unreported Opinion No. A-528, the carrier should refund the 
amount of the overcharge based upon the difference between 
the origin and destination weights. See in this connection Rud- 
dock Orleans Cypress Co. vs. La. R. & Nav. Co., Unreported 
Opinion No. A-634. : 


GUARANTY AND DEFICIT CERTIFICATES 
The Commission has certified to the Secretary of the Treas- 
ury that $1,570.18 is due the Marion Railway Corporation of 
New York in final settlement of the guaranty and that, under 
section 204 (reimbursement of deficit) $27,489.78 is due the Wy- 
andotte Terminal of Michigan, and that $27,730.27 is due the 
Central Railway Company of Arkansas. 
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EUROPEAN SERVICE 


United States Shipping Board A-1 Steamers 


Mobile, Pensacola and Gulfport to Rotterdam, Amsterdam, Antwerp, 
Ghent, Havre, Bordeaux and other French Atlantic ports. 


WINDWARD ISLANDS SERVICE 


Mobile to Kingston, Jamaica; Port au Prince, Haiti; San Domingo City; San Juan, Porto 
Rico; Guadeloupe; Martinique; Barbados and Trinidad. Also North Coast of South America 
and Curacao as sufficient cargo ofiers. 


ST. LOUIS OFFICE: 1217 Pierce Building 
IRVING H. HELLER, Manager 


KANSAS CITY OFFICE: 624 New York Life Building 
‘ A. J. FORD, Manager 


NEW YORK REPRESENTATIVES: W. E. HEDGER-JENKS CO., Inc. 
25 Beaver Street 
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TRUCK PERMIT REFUSED 


A refusal to grant a motor truck company the right to com- 
pete as a common carrier with electric and steam lines where 
there is adequate service has been made in a recent decision of 


the Pennsylvania state commerce commission. The action fol- 
lowed an application of E. H. Scott for authority to operate a 
motor truck line between Erie, Cleveland and Buffalo and inter- 
mediate points. 

The proposed service paralleled an electric traction line as 
well as the lines of the New York Central-and the New York, 
Chicago & St. Louis, all of which furnish freight and passenger 
service between Buffalo and Cleveland. The decision said in 
part: 


There is ample room for remunerative auto-bus and auto-truck 
service without entering into injurious competition with an estab- 
lished trolley or steam road which is furnishing a reasonably adequate 
service. By co-ordinating the two methods of transportation, each 
we serving a field not already occupied by the other, carriers as 
well as the public would be benefited. 

In considering the present application, conceding the fitness of 
the 7 sm gota the extent of his equipment and his financial ability 
to render an adequate and efficient motor truck service, the evidence 
clearly shows that the proposed service is directly and injuriously 
competitive with the trolley and steam roads mentioned, that the 
public is being reasonably and adequately served in the territory 
—— * ae applicant proposed to occupy, and the application thereof is 
re ‘use 


E. 1. & T. H. TO ACQUIRE LINE 


The Commission has authorized the Evansville, Indianapo- 
lis & Terre Haute Railway Company to acquire and operate a 
line of railroad from Oakland City, Ind., to a point six miles 
distant in Pike county, Ind. The line will serve a tract of 
land estimated to be underlaid with from 160,000,000 to 240,- 
000,000 tons of high-grade Indiana bituminous coal that can be 
mined by stripping operations. 


LOCATION OF CARS 


The percentage of home cars on home roads (class I) as 
of January 1, was 67.1, according to the semi-monthly bulletin 
of the car service division of the American Railway Associa- 
tion. By classes of equipment the percentages were as follows: 
Box, 57.2; refrigerator, 65.2; coal and coke, 74.3; stock, 82.6; 
flat, 73.7; others, 96.7; total, 67.1. By districts the percentages 
for all classes of equipment were as follows: Eastern, 57.2; 
Allegheny, 73.5; Pocahontas, 67.7; Southern, 67.6; Western 
70.3. 

The semi-monthly bulletin of percentages of freight cars on 
line to ownership of class I roads as of January 1 showed the 
following: Eastern district, 97 as compared with 104 a year 
ago; Pocahontas district, 81.9 as compared with 81.2 a year 
ago;Allegheny district, 103.2 as compared with 102.5 a year 
ago; Southern district, 100.9 as compared with 96.8 a year ago; 
Western district, 98.9 as compared with 93.8 a year ago; all 
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districts, 98.8 as compared with 98 a year ago; Canadian roads, 
91.6 as compared with 90.1 a year ago; National Railways of 
Mexico, 110.8 as compared with 107.4 a year ago. 


R. F. & R. L. BOND ISSUE 


The Rumford Falls & Rangeley Lakes Railroad Company 
has applied to the Commission for authority to issue, the Port- 
land & Rumford Falls Railroad Company to guarantee and pay, 
and the Maine Central Railroad Company to guarantee $300,000 
of 25-year 6 per cent sinking fund mortgage gold bonds due 
November 1, 1948. The Maine Central operates the properties 
of the other two roads under long-term leases. The proceeds 
of the issue will be used to refund an issue of like amount 
of 4 per cent mortgage bonds of the Rumford Falls & Rangeley 
Lakes company. 


D. & R. G. W. CERTIFICATES 
T. H. Beacom, receiver of the Denver & Rio Grande Western, 
has applied to the Commission for authority to issue $1,500,000 of 
6 per cent receiver’s certificates payable December 1, 1924, for . 
the purpose of meeting interest payments. 





D. & R. G. W. REORGANIZATION 


Additional testimony in the finance case involving the sec- 
ond reorganization plan of the Denver & Rio Grande Western, 
which was recently approved by the Commission, was heard 
at a rehearing held January 26 before Director Mahaffie of the 
bureau of finance. Officials of the state of Colorado, which is 
opposing the reorganization plan, offered testimony in support 
of their allegations that the plan should not be approved. 


CHANGES IN DOCKET 


Hearing in No. 15411, Pittsburgh Steel Co. vs. B. & O. R. R. 
et al., assigned for February 1, at Pittsburgh, Pa., before Ex- 
aminer Satterfield, was canceled. 

Hearing in I. and S. No. 2018, minimum weights on lumber, 
Cc. F. A. to Trunk Line and Canadian territories, assigned for 
January 31, at Washington, D. C., before Examiner Mackley, 
was canceled. 


THE COST OF POOR PACKING 


“Losses from robbery averaged 7.1 per cent of all freight 
claim payments by American railways during the first half of 
1923, as reported by the American Railway Association,” says. 
the transportation division of the Department of Commerce. 
“The ratio of one railroad was over 50 per cent, and the total 
losses of the principal roads on account of robbery reached 
$1,620,800. This is a heavy burden on commerce, which can 
be materially reduced by the whole-hearted co-operation of ship- 
pers. Three things must be done: (1) Better and stronger 
containers used; (2) Iron strapping provided on each package; 


(3) markings made legibly with indelible ink.” 





Docket of the Commission 





Note. 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change In 
this Docket will be noted elsewhere. 


February 4—Washington, D. oa. Chief Examiner Gerry 

* 11756—Bangor & Aroostook R. R. Co. et al. vs. yo my | & Rock- 
fish R. R, Co. et al. 

February 4—Sheridan, Wyo.—Public Service Commission of Wyoming 
and the Board of ‘Railroad Commissioners of Montana: 

Finance No. 3287—In the matter of the application of the North and 
South Railway Company for a certificate of public convenience 
and necessity authorizing it to construct a line of railroad in 
Montana and Wyoming, etc. 

Finance No. 2839—In the matter of the application of the Wyoming 
Railway Company for a certificate of public convenience and ne- 
cessity authorizing it to construct an extension to its line. 

Pomesery 4—Oklahoma City, Okla.—Examiner Howell: 
15254—Texas Cement-Plaster Company vs. Ala, & Miss, R. R. et al. 

15288—Oklahoma Traffic Association et al. vs. Santa Fe et al. 


veaery., a Teeciine. W. Va.—Examiner Satterfield: 
15367—The Superior Coal Company vs. Director General, P. & W. 
Va. Ry. et al. 


Pehewery 4—Colorado Springs, Colo.—Examiner Jewell: 
14227—W. D. Corley vs. Director-General. 
February 4—Washington, D. C.—Examiner Marchand: 
‘Val. Dkt. No. 312—In re tentative valuation of the properties of 
Georgia Railroad and the Georgia Railroad one Banking Company. 
February 5—Nashville, Tenn.—Examiner Trezise 
1 Allen Manufacturing Co. et al. vs. N. c. & St. L. Ry. et al. 
February 5—Baton Rouge, La.—Examiner Cassidy: 
1 Kentwood Ice Manufacturing & Bottling Works, Ltd., vs. 
American Railway Express Company. 
oe 5—Denver, Colo.—Examiner Jewell: 
14429—The Continental Oil Company vs. Director-General. 
15069 (and Sub. Nos. 1 to ‘. incl.)—The Continental Oil Company 
vs. Director-General, et al. 
15086—The Continentai Oil Company vs. Director-General. 


Items In the Docket marked with an asterisk (*) are new, 





February 6—Nashville, Tenn.—Examiner Trezise: 
15286—Traffic Bureau of Nashville vs. L. & N. R. R. et al. 


February 6—Tulsa, Okla.—Examiner Howell: 
15398—The Oklahoma Union Railway Company vs. St. L.-S. F. Ry. 


et al. 
15418—Maloney Tank Manufacturing Co. bn C. & BI. Ry. 


ee 6—Denver, Colo.—Examiner Jew 
14966—The Conejos Co-operative Roller Miils & Mfg. 
tor-General, D. & R. G. W. et al. 


February 6—Argument at Washington, D. C.: 
10420—Donner Steel Company, Inc., vs. D. a & W. R. R., Director- 
General, et al. 
41703—In the matter of intrastate rates within the state of Mlinois. 
11975—Montrose Oil Refining Company, Inc., vs. St. L.-S. F. Ry. et al. 


February 7—Nashville, Tenn.—Examiner Trezise: 
1 Traffic Bureau of Nashville vs. Ill Cent. ." R. et al. 
15456—Traffis Bureau of Nashville vs. A. C. L. R. R. et al. 


February 7—Chicago, Ill.—Examiner Butler: 
15304—Briggs and Turivas vs. C. & O. Ry. et al. 


February 7—Tulsa, Okla.—Examiner Howell: 
15364—Chas. B. Cox vs. St. L.-S. F. Ry. et al. 
= ea oe Refineries, Inc., et al. vs. Houston & Texas Cent. 
et a 
February 7—Cleveland, Ohio—Examiner Satterfield: 
1 The Cleveland Provision Company et al. vs. Santa Fe et al. 
February 7—Denver. Colo.—Examiner Jewell: 
* 1, and S. No. 2020—Feeding stock cattle and sheep in transit at 
points in Missouri. 
February 7—Argument at Washington, D. C.: 
11788—Traffic Bureau, Davenport Commercial Club et al. vs. Di- 
rector-General, Santa Fe et al. 
tumwa Chamber of Commerce et al. vs. Director-General. 
Santa Fe et al. 
bs agi Malleable Iron Company vs. Director-General, Santa Fe 


Co. vs. Direc- 


42003-Burlington Shippers’ Association et al. vs. Director-General, 
Ark. Cent. R. R. al. 
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“THE PIONEER TRANS-PACIFIC LINE © 


ESTABLISHED 1867 


Unexcelled Freight Service 
NEXT SAILINGS 


Highest Passengers and Express-Freight Foreign 
Marine From San Francisco to Honolulu, Yokohama, Kobe, Trade 
Classification Shanghai, Hongkong and Manila Dept. 
— S. S. President Wilson sails........ February 21 San Fancisco, 
Lowest S. S. President Lincoln sails.......... March 6 at Shippers’ 
Insurance S. S. President Taft sails............. March 20 Service 
Rates S. S. President Cleveland sails ........ April 3 Always 


and every ] 4 days thereafter 


Through Bills of Lading issued to and from all ports beyond port of call 


For rates and other information apply to any railroad agent, or to 


PACIFIC MAIL STEAMSHIP COMPANY 


508 California Street Central Bldg., 108 West Sixth St. 10 Hanover Square 
San Francisco, Cal. Los Angeles, Cal. New York City 


Managing Agent U. S. SHIPPING BOARD 
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1 United States Steel Products Company vs. Director-General, 
T's assis 


- et 
14200—Mitsul ‘& Co. vs. Director-General. 


February 8—Nashville, Tenn.—Examiner Tresize: 
1 Middle Tennessee Milling Company vs. N. C. & St. L. Ry. 


1027 6—Dy er Fruit Box Manufacturing Company vs. B. & O. R. R. 


February 8—Denver, Colo.—Examiner Jewell. 
Fourth Section Application No. 959 and others, filed by W. A. Poteet, 
t, and others, concerning sugar, etc., from points in Colorado, 
and Nebraska to points in Colorado, Nebraska, Kansas, 


page MS oma, Arkansas, Iowa, Louisiana and New Mexico; 
go g with various other commodities from and to various 


nts. 
Fourth Ecuee Application No. 675, filed by F. A. Leland, concern- 
rates on classes and commodities from Colorado common 
Points and from ints in Nebraska, New Mexico and Wyoming 
to Ft. Worth, Dallas, Houston, San Antonio and other Texas pts. 


roumuery 8&—Nashville, Tenn.—Examiner Trezise: 
1 —Traffic Bureau of Nashville vs. L. & N. R. R. et al. 
February 8—Tulsa, Okla.—Examiner Howell: 
15156—The Sinclair Oil and Gas Company vs. P. R. R. et al. 
16157—The Sinclair Crude Oil Purchasing Co. vs. Santa Fe et al. 
February 8—Argument at Washington, D. C.: 
12744—A. C. tton Lumber Corporation et al. vs. Director-General, 
Aberdeen & Rockfish R. R. et al. f 
13121—Chas. K. Spaulding Logging Co. vs. Director-General, Sou. 
Pac. Co. et al. 
4—Cascade Timber Co. et al. vs. Director-General, C. M. & 
St. P. Ry. et al. 
13676—B. J. Carney & Co. et al. vs. Director-General, Santa Fe et al. 
135611—Albers Brothers Milling Company vs. Director-General. 


February 9—Washington, D. C.—Examiner Davis: 

* Finance No. 3425—In the matter of the joint application of the Illi- 
nois Bell Telephone Company and Alexis B. Thielens, administra- 
tor of the estate of Hiram D. Wagner, deceased, for a certificate 
that the acquisition by the Illinois Bell Telephone Co. of certain 

roperty formerly owned by Hiram D. Wagner will be of advan- 
e to the persons to whom service is to be rendered and in 
the public interest. 

February 9—Nashville, Tenn.—Examiner Trezise: 

* 14731—Lillie Mill Company et al. vs. L. & N. R. R. 

February 9—Jackson, Miss.—Examiner Cassidy: 

I. and S. 2005—Burlap bags and certain iron and steel articles from 
Cc. F. A. territory to Mississippi Valley. 

February 9—Chicago, Ill.—Examiner Butler: 

14800—Allied Packers, Inc., et al. vs. B. & O. R. R. et al. 

February 9—Toledo, Ohio—Examiner Satterfield: 

*15452—The Harbauer Company vs. Ann Arbor R. R. et al. 

February 9—Phoenix, Ariz.—Examiner Pattison: 

Fourth Section Application No. 12436—Reduced rates on commodities 
from tp gwseme territory west of the Indiana state line to Pa- 
cific coast terminals. 

February 11—Chicago, Ill.—Examiner Butler: 

15392—National Manufacturing Company et al. vs. N. Y. C. R. R. 


e i 
15415—Armour Fertilizer Works vs. Western Pacific R. R. et al. 


February 11—Fort Smith, Ark.—Examiner Howell: 
-16296—Harding Glass Company vs. Santa Fe Ry. et al. 


February 11—Mayfield, Ky.—Examiner Trezise: 
15252—Mayfield Chamber of Commerce et al. vs. A. & W. Ry. et al. 
15301—Mayfield Chamber of Commerce et al. vs. A. C. & Y. et al. 
16302—Fulton Chamber of Commerce et al. vs. A. C. & Y. et al. 


February 11—Milwaukee, Wis.—Examiner Satterfield: 
15369—John Schroeder Lumber Company vs. A. C. & Y. et al. 
February 11—Jackson, Miss.—Examiner Cassidy: 
1 Jackson Traffic Bureau vs. Gulf & Ship Island Ry. et al. 
eo ee Traffic Bureau for Jackson Fertilizer Co. vs. A. & V. 
. et al. 
February 11—Phoenix, Arix.—Examiner Pattison: 
Finance No. 3340—In the matter of the application of the Southern 
Pacific Co. to acquire control, by lease, of the railroads of the 
Arizona Eastern R. R. Co. and the Phoenix & Eastern R. R. Co. 


February 11—Washington, D. C.—Examiner Gibson: 

Val. Dkt. No. 130—In re tentative valuation of the property of the 
Kentwood & Eastern Ry. Co. 

February 11—Washington, D. C.—Examiner Hunter: 

1. and S. No. 1878—Refrigeration charges, Florida, Maryland, Penn- 
sylvania and West Virginia to interstate destinations (hearing on 
that portion covering charges from points on the Western Mary- 
land from points as above to interstate destinations). 

Peery 11—Washington, D. C.—Examiner Marchand: 

Val. Dkt. No. 65—In re tentative valuation of the property of the 

Great Southern R. R. Co. 


February 12—Chicago, Ill.—Examiner Butler: 
16430—Ford Roofing Products Company vs. Director General, C. & 
N. W. Ry., et al. 
February 12—Jackson, Miss.—Examiner Cassidy: 
#13985—Jackson Traffic Bureau vs. Aberdeen & Rockfish R. R. et al. 


DIRECTORY OF ATTORNEY 


T. D. GEOGHEGAN 
COMMERCE SPECIALIST 
Matters Befere State and Federal Commissions 
and Departments 


TRANSPORTATION BUILDING 
WASHINGTON, D. C. 





General Freight Service Association 


Traffic and Transportation Specialists for Shippers 
Laclede Gas Light Blidg., St. Louis, Mo. 


Interstate Commerce cases, Engineering and Legal Services 
furnished. Complete traffic department service. Freight 
and demurrage bills audited. 
age Claims settled. Car tracing by experts. Rates and 
routes furnisbed. Reference: St. Louis National Bank. 


Vol. XXXII, No. 5 


February 12—Cincinnati, Ohio—Examiner Money: 
aa Philip Carey Company et al. vs. C. N. O. & T. P. Ry. 
e 
February 12—Washington, D. C.—Examiner Sweet: 
Val. Dkt. No. 97—In re tentative valuation of the property of Luf- 
kin, Hemphill & Gulf Ry. Co. 
February 12—Washington, D. C.—Examiner Kelley: 
Val. Dkt. No. 117—In re tentative valuation of the property of 
the Moshassuck Valley R. R. Co. 
February 13—Washington, D. C.—Chairman Hall and Examiner Gerry: 
* 15007 (and Sub. No. 1)—Pittsburgh Coal Producers’ Association et 
al. vs, Ashland Coal & Iron Ry. et al. : 
s 7. Virginia Coal Operators’ Association vs. B. & 
ae. Se Ct al. 


February 13—Dallas, Texas—Examiner Howell: 
15395—Live Poultry & Dairy Shippers’ Traffic Assn. vs, Abilene & 
Southern Ry. et al. 


February 13—Chicago, Ill—Examiner Butler: 
15450—National Laundry Owners’ Association vs. Amer. Ry. Ex- 
press Co. et al. 
February 13—Argument at Washington, D. C.: 
14561—R. E. Givens vs. Director-General, 
14614—The Kansas City Brick Company vs. K. C. S. Ry. et al. 
14765—The McCloud River Lumber Company vs. Director-General, 
Santa Fe et al. ! 
February 14—La Crosse, Wis.—Examiner Satterfield: 
1. and S. No, 2000—Grain and grain products from Minnesota and 
Wisconsin to various destinations. 
February 14—Chicago, Ill—Examiner Butler: 
15410—United Fig & Date Company et al. vs. A. G. S. R. R. et al. 
February 14—St. Louis, Mo.—Examiner Money: 
15201—Liggett & Myers Tobacco Company vs. Director General. 
February 14—Memphis, Tenn.—Examiner Trezise: 
15337—Memphis Freight Bureau for Bry-Block Mercantile Co. et al. 
a ao. de: R..... SE a 
February 14—Argument at Washington, D. C.: 
12349—Kingan & Co., Inc., vs. Director-General. 
ee Fibre Package Company, etc., vs. C. & N. W. Ry. 


et al. 
14487—The Cleveland Sand and Gravel Co. vs. Director-General, 
B. & O. R. R. 


February 15—Washington, D. C.—Director Bartel: 
* 15552—J. K. Dering Coal Company vs. C. C. C. & St. L. Ry. 


February 15—Washington, D. C.—Examiner Pattison: 
Val. Dkt. No. 327—In re tentative valuation of the Great Northern 
Railway et al. (continued hearing). j 


February 15—Baltimore, Md.—Examiner Wagner: 
15345—Tidewater Portland Cement Company et al. vs. Cumberland 
& Pennsylvania R. R. et al. 
February 15—Meridian, Miss.—Examiner Cassidy: 
1 and S. No. 2004—Cancellation, L. C. L., commodity rates on cit- 
rus fruit eastern cities to Alabama and Mississippi. 
February 15—Memphis, Tenn.—Examiner Trezise: 
1. and S. No. 1977 (and first and second supplemental orders)—Grain 
and grain products from Memphis, Tenn., to Carolina territory. 
February 15—Argument at Washington, D. C.: 
14018—Watertown Chamber of Commerce vs. A. & W. Ry. et al. 
14444—Wash-Co. Alfalfa Milling Company, and R. W. Rice, trustee 
in bankruptcy, vs. Director-General. 


February 15—Casper, Wyo.—Examiner Jewell: 
bar + “ame of Commerce of Casper, Wyo., vs. C. & N. W. Ry. 
et al. 
1. and S. No. 1983—Class rates between Montana, Nebraska, South 
Dakota and Wyoming points. 
15129—-Donald Thompson vs. Director-General. 
February 16—Fort Worth, Texas—Examiner Howell: 
1. and S. No. 1988—Grain and grain products from defined terri- 
tories to certain points in Texas. 
February 16—Argument at Washington, D. C.: 
13936—-Richardson Sand Company vs. Director-General, C. & N. W. 


Ry. 

14794—Virginia Can Company vs. A. & V. Ry. et al. 

14795—Charleston Traffic Bureau vs. A. G. S. R. R. et al. 

14902—Savannah Traffic Bureau vs. A. G. S. R. R. et al. 
February 18—Chicago, Ill—Examiner Butler: 

Il. and S. No. 1962 (and first supplemental order)—Terminal 
charges, privileges and allowances applicable on transconti- 
nental traffic. (Further hearing.) 

February 18—Little Rock, Ark.—Examiner Trezise: 

9702 and related cases—Memphis Southwestern Investigation (further 
hearing in so far as they relate to the rates on fruits and vege- 
tables, except potatoes). 

February 18—Fort Worth, Texas—Examiner Howell: 
15467—Acme Brick Company et al. vs. Abilene & Southern Ry. et al. 
February 18.—Buffalo, N. Y.—Examiner Wagner: 
we No. 1989—Protective service against cold on perishable 
reight. 
February 18—Duluth, Minn.—Examiner Satterfield. 
14792—Duluth Boiler Works vs. Nor. Pac. Ry and Director General. 
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OUR OPPORTUNITY AND OURS IN 
KANSAS CITY, MO. 


These two buildings of reinforced concrete, enjoy- 
ing a 13c rate on contents insurance, 7 story and 
basement, heavily constructed, clean, dry, airy, 

with private switchrack, large, fast elevators, 

BROKERS’ WAREHOUSE ; : ‘ 

1104 Union Ave., on the Frisco R. R. spacious truck loading platforms and located in 
the heart of all freight terminals and wholesale 
houses in what is now called the “Central Indus- 
trial District,” were selected by us as the best 
adapted for the storage of any class of merchan- 
dise, and where the inbound and outbound move- 
ment of freight could be handled with dispatch. 


A Sat 










We are also satisfied that the territory served 
through Kansas City, Mo., “THe GaTEway To 
THE SOUTHWEST,” is very promising and spells 
success to our patrons as well as ourselves. 


Besides the buildings illustrated, we operate the 
large office and loft building at 19th and Campbell 
streets, known as the SOUTHWEST WARE- 
HOUSE. 












SECURITY WAREHOUSE 
1405 St. Louis Ave., on the Mo. Pac. R. R. 


CROOKS TERMINAL WAREHOUSES 


5901-5967 West 65th Street 1104 Union Avenue 
417-437 West Harrison Street 1407 St. Louis Avenue 


CHICAGO, ILL. KANSAS CITY, MO. 
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G0] FAST FREIGHT SERVICE 
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BRITISH COLUMBIA “ong \Wetaskiwin & 
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ROUTE YOUR FREIGHT 


FOR 


REGULAR DEPENDABLE SERVICE 


VIA THE 


SOO LINE 


BETWEEN 


ALL. POINTS 1n THE EAST ann SOUTH 


AND 


NORTHWEST, WESTERN CANADA 
NORTH PACIFIC COAST 


(Fe avold delay, shipments for Canadian destinations must be accompanied by SHIPPERS’ EXPORT DECLARATION MADE IN TRIPLICATE. 
This document must be delivered railroad agent at initial point with the shipment and accompany same to Canadian port of entry. 


Boston, Mass., 40 Central St. AGENCI ES Pittsburgh, Pa., 840 Sixth Ave. 
Buffalo, N. Y., 409-410 Iroquois Bidg. Leos Angeles, Cal., 605 So. Spring St. Portland, Ore., 55 Third St. 
Chicago, Ill., 707 Mer. Loan & Trust Bidg. Memphis, Tenn., Porter Bldg. St. Louis, Mo., 2050 Railway Exch. Bldg. 
940 Rookery Bldg. Milwaukee, Wis., 68 Wisconsin St. St. Paul, Minn., 1112 Menchants National 
Chippewa Falls, Wis. 18 Majestic Bidg. Bank Bldg. 
Cincinnati, O., 409 Traction Bldg. Minneapolis, Minn., Soo Line Bidg., 5th St. San Francisco, Cal., 675 Market St. 
Cleveland, O., 1040 Prospect Ave. and Marquette Ave. Sault Ste. Marie, Mich. 
Detroit, Mich., 811 Free Press Bldg. Neenah, Wis. Seattle, Wash., 608 2nd Ave. 
Duluth, Minn., 820 West Superior St. New Yerk, N. Y., Woolworth Bldg. Spokane, Wash., 1006 Old Nat’] Bank Bldg. 
Grand Rapids, Mich., 414 Linquist Bldg. Omaha, Neb., 1025 W. O. W. Bidg. Superior, Wis. 
Indianapolis, Ind., 522 Merch. Bank Bldg. Philadelphia, Pa., Cross Bldg., Locust St. at Waukesha 
Kansas City, Mo., 788 Railway Ex. Bldg. 15th. 


» Wis. 
Winnipeg, Man., 608-604 Lombard Bldg. 


ROUTE YOUR FREIGHT-CARE SOO LINE 
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ADMIRAL ORIENTAL LINE 
Trans-Pacific Service. 
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SOERABAIA 
A Fast Trans-Pacific Freight Service 


—An express service at freight rates—by an 
American company for American shippers, between 


Puget Sound and Yokohama, Kobe, Shanghai, Hong Kong and Manila 


Passenger and Freight Service 
11 days to Yokohama 13 days to Kobe 


20 days to Hong Kong 





- 16 days to Shanghai 
24 days to Manila 


OUTWARD SAILINGS—From Seattle Seuss" a:fsseh,.tm4_paemess 


length 535 feet, 21,000 tons, speed 20 knots. 
Through bills of iading issued to destina- 
Refrigerator February 14 tions beyond regular ports of call. 
Servi February 20 ace ba, "yee, yes 
okonam.: 1l- 
2 eae February 26 vostok, Hankew, Dairen, * ier : 
Tsingtao. 
- tee C be th 
Insurance Mth 
Rates the For fates, space and other information apply: 
Lowest New York—17 State Street, Phone Bowling Green 9234. 
Chicago—Merchants Loan & Trust Bldg., 112 W. Adams St., Phone Randolph 7739. 
Marine Detroit—Dime Bank Building. 
Classification San Francisco—Robert Dollar Building. Portland—424 Railway Exchange Building. 
the Highest Los Angeles—429 Pacific Electric Building. Seattle—409 L. C. Smith Building. 


L. L. BATES. GENERAL FREIGHT AGENT, SEATTLE, WASH. 


Managi | Operators 
U.S.Government Vessels. 


Tientsin and 
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Making close connection wih the Freight Service on all principal lines with which we connect; 
our service is unexcelled with through fast freight trains for carload and package freight making the 
time between terminals shown below, also to Mexico via Laredo. 















List of Direct Connecting Rail Lines: 





Waco Houston San Antonio | Corpus Christi | _—Alice__—_— (Laredo via Alice aa 
eS | | ansas Harbor Terminal Railway 
Waco...) .-0-+-- sosthre. «foe a — + Nae apenas. Fredericksburg & Northern Ry. 
eee ge 18 « 21 +: 19 « 3015 ** Gulf Coast Lines 














Gulf Colorado & Santa Fe Ry. 


Below is approximate service in days from following cities and River crossings: International & Great Northern Ry. 



























TO Missouri, Kansas & Texas Ry. 
Waco] —-Wouston J “San Antonio | Corpus Christi] Alice —jlarede via alice] Southern Pacific bines 1 
sbeudes 4 days 314 days 35 days ois Gare £ Caps San Antonio Southern Ry. 
Caan eaeaaae ee” a 300 « 35g 4 « St. Louis Southwestern Ry.(Cotton Belt) 
Srieans| 3 days 3% * . | BAe 3% ** Sugar Land Ry. 
Proportionate service to above is rendered to all intermediate points. Trinity & Brazos Valley Ry: 





Texas Mexican Ry. 
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Another Traffic Expert Testifies to 
Railroad Efficiency Under Private Management 


In an article entitled ‘‘Hardwood Industry Faces Record Year,’ published 
in the Memphis (Tenn.) COMMERCIAL APPEAL of December 30, 1923, we 


find the following heartening remarks by Mr. C. A. New, Assistant Manager, 
Southern Hardwood Traffic Association: 


Experience of the past 


No car shortage, and 


Record car loading 


Large additions are 


Adequate transportation 


Railroad earnings still 


Spirit of co-operation 


Carriers winning whole- 


Beew teste TC ACIF IC.) ULINES 


The best indication of what the 
lumberman may expect in the way of 
transportation during 1924 probably 
is the experience of the past year and 
the programme recently adopted by 
the rail executives. 


It is a remarkable fact that we had 
no car shortage or congestion in 1923 
with the exception of local situations 
quickly corrected, although industry 
at the same time was offering to the 
carriers the greatest business they 
have ever handled and they should be 
given credit for handling it with 
marked efficiency. 


Just now there is the usual sea- 
sonal business decline, but even so, rec- 
ord loading of revenue freight for 
this time of the year continues. Indi- 
cations in practically all linés point 
to gradual increases in carloadings 
shortly after the first of the year, 
with a return to heavy traffic volume 
by the first of February. 


The year 1923 has seen large addi- 
tions in rail equipment; in fact more 
new locomotives and freight cars 
have been put in service since Jan. 1, 
1923, than in any similar period dur- 
ing the past 10 years, and there is a 
healthy condition of surplus freight 
cars in good repair. Heavy increases 
in capital expenditures for improved 
facilities have been made by the rail- 
— 1923 and bid fair to continue 
in 4 


In a recent conference the rail 
executives adopted a plan which 
promises to make effective more ac- 
tive co-operation by the carriers as a 
whole and to provide adequate trans- 
portation for the growing require- 
ments of industry. 


Rail earnings on the basis of the 
commission’s valuation have so far 
fallen short of 5% per cent, and al- 
though they continue to improve it is 
probable that any general reduction 
in freight rates may not be expected 
for many months to come. 


The lumberman still has his prob- 
lems of marketing the lower grades 
of lumber and securing his supplies 
of raw material under heavy trans- 
portation costs, but we are meeting 
with a greater spirit of co-operation 
from the carriers in the matter of 
rate adjustments than ever before and 
are growing nearer a_ solution of 
these problems. 


In my opinion, the demonstration 
we have just seen of efficiency un- 
der private management holds out 
every promise for adequate transpor- 
tation in 1924, provided the carriers 
are not hampered by unwise legisla- 
tion. They .are fairly winning the 
whole hearted support of the shippers 
generally, and I think we are justified 
in being optimistic that the transpor- 
tation needs of the industry will be 
fully met during the coming year. 


year is encouraging. 


little congestion. 


still in evidence. — 


made to equipment. 


for growing industries. 


below a fair return. 


solving rate problems. 


hearted public support. 
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